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H &D Corrugated Fibre Board Boxes 


Should Be Sealed 


WITH H & D LIQUID GLUE 


Half the strength of a shipping case is in the proper fastening of its top and bottom. 
H & D LIQUID GLUE IS INEXPENSIVE 


It is easy to use. It covers a square feet to the — It sets quickly and 
holds fast. We sell it. 
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DIGEST OF DECISIONS 


Under the Interstate Commerce Act 


Opinions of the Interstate Commerce Commission and the Courts 
Mr. L. M. Tracy, T. M., Montana Fruit Jobbers’ Ass’n, writes:—‘‘ * * * * * Contains a world of information 
ooo invaluable to one handling cases before the Interstate Commerce Commission. 
It is far ahead of other publications of like character I have seen.’ 


10,000 Points for the Traffic Man. Price, $8.00 Delivered 
LUST & MERRIAM, Authors and Publishers, 10 So. LaSalle St., Chicago, IIl. 









‘Complete Reference Work 


PUBLIC UTILITY LAWS 
STATE and INTERSTATE 










‘The foundation for the study of all questions bearing on rates, and other features of regulation 
bet ween shippers and carriers, is the law. No traffic manager or traffic attorney can afford to be without 
the Interstate Commerce Laws and Statutes of th» several states. The most complete and convenient compil- 
ation of these laws is contained in the book here illus- 
trated, which has been extensively sold to represent- 
ative carriers and prominent shippers. 


Edition Nearly Exhausted 


An Indispensable 
Reference Work 








The demand for this book has been so extensive 
that only a comparatively small number remain and in 
a few weeks copies can no longer be obtained. This 
represents the last opportunity to get one of these dur- | 
able volumes of the Digest of Federal and State Court | 
Decisions, the Interstate Commerce Laws and the Laws 
of the Various States regulating carriers and relations 
with shippers. 

This volume of 1,500 pages, in addition to a com- 
plete compilation of State Public Utility Laws and | 
Interstate Commerce Laws and the Digest of Court | 
Decisions, also contains all forms prescribed for filing 
complaints with the Interstate Commerce Commission. 


One of the remaining volumes, cloth bound, can be | 
obtained for $7.50, delivered. Act quickly, as thisop | 
portunity will soon pass. 


Send your order now, and you will have the book 
available when needed. 
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UNITED FRUIT COMPANY 


Steamship Service 


Operating the only steamers sailing out of any American 
port constructed specially for service in the Tropics. 
Regular passenger and freight sailings between 


New York—Boston 
Philadelphia— Baltimore 
Mobile—New Orleans 


AND 


Jamaica—Panama Canal 
Colombia—Costa Rica 
Guatemala—Nicaragua 
Honduras—British Honduras 


CONNECTIONS : 


AT COLON — for Panama City and Pacific Coast Ports of 
Mexico, Central and South America. 

AT PORT LIMON — for San Jose, Costa Rica and other 
points on the Northern Railway. 

AT PUERTO BARRIOS — for Guatemala City and other 
points on the Guatemala Railway. 

q The opening of the CANAL will see the greatest changes in 
the commercial routes of the world that have ever been known, 
and every Traffic Man owes it to himself to see it before the 
water is turned in. 

q Take one of the big air-cooled steamers of our GREAT 
WHITE FLEET this summer and go to Panama. You will 
enjoy every moment of the trip. 


Our illustrated booklets tell the whole story. Ask any TICKET 
or TOURIST AGENT for a copy, or write to us 


M. HARTMANN, Western Passenger Agent 
444 Commercial National Bank Building, Chicago, Il. 
131 State Street, Boston, Mass 17 Battery Place, New York, N. Y 


Pier 5 North Wharves, Philadelphia, Pa. Pier 1 Pratt St., Baltimore, Md. 
626-630 Common Street, New Orleans, La 


Be a Traffic Manager 


Switch Yourself on the 
Right Track NOW: 


Enter the New Profession of Traffic Management 
where there are Big Salaries—$40 to $75 weekly— 


awaiting the trained expert who can save money 
for his employers through getting at the minimum 
in mileage and rating and knowing how to effect 
deliveries in the shortest possible time. 


Through our unique system of instruction, at low 
fees, we train you thoroughly in the principles and 
practice of Traffic Management and Interstate Com- 
merce. 


Flag this opportunity right away. Don’t turn 
this page until you have filled in and despatehed 
the coupon at foot. Give us a chance to fully dem- 
onstrate for your satisfaction the future awaiting 
you as a Traffic Manager. 


NATIONAL TRAFFIC COLLEGE 


309 Peoples Gas Building, Chicago 


Z TO NATIONAL TRAFFIC COLLEGE, 
309 Peoples Gas Building, Chicago. 


Please send me your new booklet telling how I may 
qualify myself to become a Traffic Manager. 
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Public Utilities 


A Conpilati on and Analysis of Laws of the Different States and of the Federal Government for 


the Regulation of the Railways and Other Public Utilities 


BY THE NATIONAL CIVIC FEDERATION 


1300 Pages 


300 Topics 


All Carefully Indexed. All Topically Cross Referenced. 


59000 Paragraphs 


All Logically Arranged 


Edition Limited. Advance Orders Taker Now. Price $8.50 Delivered. 
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Sole Distributors 
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HERE IS A VACATION TRIP 
THAT IS WORTH WHILE 


A cruise of a thousand miles through the famed “inside 
passage” to Skaguay. By rail in a modern parlor observation 
car through the mountains, over the once dreaded White Pass, 
along the old Klondike trails—by steamer through narrow 
mountain girt lakes to Atlin, “the beauty spot of the world,” 
and down the mighty Yukon in a perfectly-appointed steamer 
to Dawson in the Klondike. 

Truly a trip you will never forget and never regret. And 
modern travel comforts all the way. Decidedly worth your 
while to write at once for our booklets, “Travels in Alaska” 
and “101 Opinions.” Free for the asking. 

SN Let us plan your trip. 
a ‘ Address either 
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From Honolulu 


At eight o’clock one night recently a wealthy Hawaiian sugar planter 
on a visit to New York stepped up to the box office window of the New 


York Hippodrome and requested ten tickets for a party of friends. 


For payment he drew from his wallet a Wells Fargo Travelers Check 


for $100, countersigned it, and pushed it over the sill. 


The check was instantly honored. 


This man had come from Honolulu--5,000 miles away. 
To the Hippodrome treasurer he was an absolute stranger. Yet 
because his counter-signature corresponded to the signature al- 
ready on the check when it was presented, and because the name 
of Wells Fargo & Company is known the world over —the 
Hawatian sugar planter got his tickets and his change. 








This is but an instance. Every day, all over the 
world, in all sorts of circumstances—the self-identifying 
Wells Fargo checks are being presented and accepted. 


You, too, can depend upon a Wells Fargo Travel- 
ers Check to pay your bills—whether it be in Bombay, 
Munich or Mizeppa Corners, Ariz. Hotels, theatres and 
business houses in general will accept your checks. 


Before starting that next business trip, or that vaca- 
tion jaunt, buy some of these Wells Fargo Travelers 
Checks. They will always be available. 





Wells Fargo & Company 


Thousands of Offices Here and Abroad 
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THE HALF YEAR AND ITS INDEX. 


With this issue of The Traffic World every sub- 
scriber should receive a copy of the semi-annual in- 
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dex, covering Volume XI, and including from Jan- 
uary to June, 1913. 
During the six months’ period The Trafic World 
as published 1,430 pages, most of which are filled 
ith matter concerning the activities of the Inter- 
state Commerce Commission, and relating to sub- 
jects with which every traffic man, whether a rail- 
oad official or industrial traffic manager, is directly 
nterested. It is constantly a source of regret that 
the reasonable limitations of space have made it 
impossible to publish news concerning many mat- 
ters in which the same individuals would be inter- 
ested; but with the growth of the field which the In- 
terstate Commerce Commission covers, the increase 
the number of subjects with which it deals, and 
the detail into which it is necessary that many of 
ie decisions should go, have made a volume con- 
ming a very large amount of space. 

During this six months’ period there have been 
published 262 decisions of the Interstate Commerce 
Commission, covering 294 cases. The larger num- 
her of cases than of decisions is, of course, due to 
the custom of the Commission to unite into one deci- 
sion its opinion upon cases which are closely allied 
to each other in the subject matter of the points to 
be decided. In addition to this, there have been 


published a considerable number of decisions of the 





Supreme Court of the United States, relating to 
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traffic matters, and some decisions of the Commerce 
Court, although the activities of the latter have 
been somewhat subdued owing to the uncertainty 
which has existed and still exists as to the future 
of that judicial body. 

Compared with the same six months of last year, 
this shows a very large increase in the number of 
cases decided, as the corresponding volume for 1912 
included 217 decisions of the Commission, and ap- 
proximately the same number as in the present six 
months of decisions of the Supreme Court and Com- 
merce Court. 

So far as importance of decisions is concerned, 
there is probably no great difference between the 
two periods, for the reason that cases that may be 
of vital importance to one section of the country or 
one class of industries may have been decided at 
one period, and other important matters relating to 
other localities and other interests at another. Among 
the more important decisions covered by the present 
six months have been the case of Western Classifi- 
cation No. 51, of which the decision appears in the 
first issue of the present year, and more recently 
the decisions in the matter of ore, coal and coke 
rates affecting the Pittsburgh district, and lines be- 
tween Pittsburgh and Chicago. Of the Supreme 
Court decisions, by far the most important is that 
known commonly as the Minnesota Case, 
which also carried with it over 40 other cases, in 


Rate 


which other states were directly concerned, but in 
which the decision followed closelv that in the Min- 
nesota case. 


The period has been marked by a number of 
hearings upon matters which have not yet been de- 
cided by the Commission. During the last year 
the hearings in every section of the country upon 
the practices of carriers in the matter of weigh- 
ing have occupied a great deal of time and a pro- 
portionate amount of the space that could be de- 
voted to such matters in The Traffic World. 

The first public meeting of the Western Classifi- 
cation Committee at St. Louis brought up a large 
number of subjects which were considered at length 
by members of the committee and shippers who de- 
sired to protest against some regulation proposed 
Wholly with- 
in the six months’ period has been the investigation 
in regard to the relative 
and the fibre board box 


to be established by that committee. 


merits of the wooden box 
as a container for freight 
shipments. This whole matter was thoroughly ven- 
tilated and the details of the hearings have been 
published at great length during this six months’ 


peri vd. 


Within the last year several features have been 
added to The Traffic World, which, judging from 
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letters which we have received from readers, have 
been of very great interest and probable value to 
those who read The Traffic World regularly. Among 
these features have been the publication of a greater 
number of items of personal interest, portraits and 
biographies of leaders in traffic and those who are 
designated as being “on the firing line;” the latter 
including those who in any capacity are frequently 
to be found concerned in actions which are taking 
place before the Interstate Commerce Commission. 

A feature which has resulted in the presentation of 
views upon a large number of subjects, and thus in- 
cidentally helping to clear away many of the difficul- 
ties that might surround the solution of difficult 
problems, has been “The Open Forum,” which has 
been very generously patronized by readers. In 
this department, readers have presented their own 
views without much editorial restraint; and, judg- 
ine from the interest which has been displayed, the 
feature has been appreciated. 

The “Short 


originating during this six months’ period. has been 


Haul” department, although not 
fully kept up, and has been of particular interest 
to those men of the traffic profession who are in 
terested in informing themselves upon matters out- 
side of those which are involved in the mere ques 
tion of rates. An attempt has been made in this de- 
partment to use such material as would suggest to 
the industrial or railroad traffic official means by 
which he can increase the efficiency of his depart- 
ment, and raise the standing of his own profession. 
little 


Concerning the index itself, very need be 


said. One or two new features have been added 


which it is believed will be of service to those who 
consult the bound volume frequently. One of these 
is the listing of all decided cases by the opinion 
numbers which run consecutively, giving in connec- 
the original case number and the 


W orld 


The second feature is in 


tion therewith 


page of The Traffic upon which the deci- 
sion is published in full. 
connection with the Investigation and Suspension 
It is frequently of interest to know exactly 


& S. number, 


docket. 
what is included under a certain I. 
head 


and this can be found under that where al! 


listed consecutively 


ders of this nature are y. 


No one, even one who consults an index fre- 
quently, can appreciate quite as fully as the one who 
has just compiled it the difficulty of listing every 
subject in a manner to enable it to be found with 
the least possible effort. No two minds seize upon 
the same phase of any subject in exactly the same 
way; but an attempt has been made in this index 
to give a number of cross references to such sub- 
jects as seem to require it in order to enable those 
who view the matter from different angles to lo- 


cate the matter in question with the least difficulty. 
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LEADERS IN TRAFFIC 
The Men Who Are Solving the Big Prob- 
lems—and the Good Work 
They Have Done 


B. H. O’MEARA 
B. H. O'Meara, traffic manager, Douglas & Co., starch 
manufacturers, Cedar Rapids, Ia., was born Feb. 17, 1850, 
Kildare County, Ireland. He was edu- 
He came to northern Illinois in 1870 


at Newbridge, 
cated in England. 








B. H. O’'MEARA, 
Traffic Manager, Douglas & Co. 


and commenced working for the Western Union Railroad 
at Lanark, Ill, as clerk. In 
the C., M. & St. P. From 
clerk, general freight office, Wisconsin Central, and t 
1880 was general agent at Fond du Lac, Wis., for tl 
F. A. & P. narrow-gauge road, which now serves as the 
C., M. & St. P. entrance to Fond du Lac. He also served 
for a time the Erie & Milwaukee Fast Freight Line 

Dubuque, and as traveling freight agent for the C., M 


1873 he was employed 


1875 to 1879 he was chief 


& St. P. In 1888 he was division freight and passenge! 
agent at Cedar Rapids, Ia., for the C., M. & St. P 


serving there ten years. In 1902 he was appointed 
his present position as traffic manager for Douglas 
Co. Mr. O’Meara has been an important witness in tl! 
numerous cases brought by Douglas & Co. before tl 
Interstate Commerce Commission in the matter of t! 
transit privilege on corn and starch at Cedar Rapids 


At the request of the complainant in No. 5386, W: 
field-Pratt-Howell Co. against the Union Pacific Co. et 
and the complaint having been satisfied, the case has 
been dismissed. 
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SPECULATION ON VALUATION 





Little progress that is visible to 
the public is being made by the 
Commission with its herculean task 
of making a valuation of the rail- 
road property of the country. The 
members of the engineer board, the 
ones first chosen for the work, have 
nothing to say about the problems 
with which they are wrestling. The 
same is true with regard to the state 
commissioners who have manifested 

ie great interest the state authorities have in this set- 
ng of valuations on property over which, by reason 

the decision in the Minnesota rate cases, they will 
ave large ultimate control by reason of their power to 
rescribe rates the influence of which is bound to be 
felt in interstate commerce. 

Apparently the Commission’s desire to have an army 
engineer detailed as a member of the board has been 
abandoned. Since Secretary Garrison notified the Com- 
mission that he would have to get authority from Con- 
eress to make the detail, no move has been made to 
get such legislation. 





Ever since the suggestion was made, there has been 
a question as to whether it would be advisable to have 
in army engineer’s views on a class of work with which 
he has had little or nothing to do. The point has been 
made that, commercially speaking, army engineers have 
had no experience whatever. They have not been up 
against the necessity of making plans and estimates for 
work that must be justified by financial results. All 
the questions of policy are foreclosed when Congress 
directs that a certain work be done. It is nothing to 
them whether the investment of public money in the 
way Congress wants it spent is well or ill made. 

Every railroad engineer is always up against the 
proposition as to whether the game will be worth the 
candle. His estimates are made with that question of 
dollars and cents of return in mind. 

The Commission is assembling a staff to be used in 
making the multitude of investigations that will be in 
volved in this one large inquiry into the original cost, 
the cost to date, the cost of reproduction new and the 
cost of depreciation. The things 
enumerated constitute all but one of the elements of the 
first of five branches into which the inquiry was divided 
by Congress. The other element in that first branch 
is that of value of the property used aside from its 
use as part of the plant of the common carrier. 


reproduction, less 


Every one of the things mentioned in that first 
branch creates distinct questions of its own. Finding 
the original cost of a particular piece of property, in 
itself constitutes a man’s job. Although the oldest rail- 
road in the country was constructed during the lives 
of men still living, there is not one railroad in the 
country, so far as known, that has the records of the 
company that first undertook the task of converting the 
common carrier business of the country from stage to 
railroad lines. 

There is going to be a wealth of material for in- 
humerable tales of early railroading brought forth by 
the investigators. There are old records of a fragmentary 
character that will have to be produced in the effort 
to comply with the letter of the law. 
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The number of railroads now in existence that were 
started as roads that were to run between definite ter- 
mini is exceedingly small. Of course, all the big sys- 
tems are combinations of small roads, but the consoli- 
dation took place so many years ago that even if the 
records were available, it would be hard even for expert 
bookkeepers to be certain that the items therein set 
forth were comparable with anything in use nowadays. 
Nearly every part of a system has gone through at least 
four or five reorganizations, in whole or in part, if not 
three or four dozens of them. Nobody cared about the 
records of the reorganized road, which, in a good many 
instances were bankrupt or nearly so. 

While exploitation of railroads is looked upon as one 
of the developments of the last generation or two, the 
chances are that if the search is continued long enough 
early reorganization exploits will be found that match 
the operations of the last two or three decades in every- 
thing except in size. Considering the size of the prop- 
erties involved and the fact that the country was not 
then dealing in hundreds of millions and billions, the 
operations of the grandfathers and the great-grandfathers 
were not so picaynnish as might be inferred. 

Every piece of property is to be inventoried and 
reported upon in detail. To be sure, the railroad com- 
panies themselves are to make returns to the Commis- 
sion. But it is obvious that a great deal of the work 
will have to be done by the employes of the Commission 
itself. The reports of the carriers will have to be 
checked up. The officers of the railroads would be less 
than human if they failed to resolve every doubt as to 
the value of the property for which they are, in effect, 
the trustees, in favor of the higher valuation. 

The opinion in the Minnesota rate decision, it is 
admitted, made it necessary for some changes to be 
made in the tentative scheme that had been devised 
before it was handed down. In it the court severely 
criticized the methods used to ascertain the value for 
the guidance of Judge Sanborn. The court especially 
reprobated the theory that a railroad must pay more 
for the land it needs than any other person or class 
of persons on the theory that, it having the right of 
eminent domain, it can take the property and condemn 
it at not more than the market value. 

Nearly everybody of experience in such matters, 
however, knows the inclination of the average jury, 
whether one of condemnation of land or one sitting in 
a damage case, to “soak” a railroad. 

It is a pertinent query as to whether the Commis- 
sion, not being a judicial body, is bound to disregard 
that fact of common experience and assert that a right- 
of-way has no greater value than the surrounding land. 
In view of the fact that the right-of-way of a good many 
parts of a big system was donated, the price paid for 
the whole right-of-way did not go above the average of 
what the land brought for other purposes. 

It has been impossible to get even an inkling of 
what trend the discussions behind the closed doors of 
the Commission are taking on the one phase of unearned 
increment. How much, if any, is to be allowed to inure 
to the benefit of the railroads in the ascertainment of 
the investment for the purpose of ascertaining what would 
be reasonable return on the investment? The same is 
true with regard to about every other phase of the 
subject. It’s too big a task to be disposed of, even in 

the most preliminary of preliminaries, in the time that 
has elapsed since the law went into effect. A. E. H. 
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Decisions of Interstate Commerce Commission 


NOT ENTITLED TO GROUP RATES 


1. & S. DOCKET NO. 193 
(27 I. C. C. Rep., P. 
WITH THE WASHINGTON WESTERN 
RAILWAY. 

IN THE MATTER OF THE INVESTIGATION AND SUS- 
PENSION OF ADVANCES IN RATES BY CARRIERS 
FOR THE TRANSPORTATION OF LUMBER, SHIN- 
GLES AND OTHER ARTICLES FROM POINTS LO- 
CATED ON THE WASHINGTON WESTERN RAIIL- 
WAY TO POINTS IN MINNESOTA, ILLINOIS, 
INDIANA AND OTHER STATES. 


Decided June 19, 1913 


OPINION NO. 2388 


630.) 


JOINT RATES 


1913. 
Cancellation of joint rates with a tap line incorporated by the 
proprietary lumber company for the purpose through that 
means of getting allowances out of the rates sustained on 

a finding that with respect to the lumber of the proprietary 

company the tap line is a plant facility. 

2. In a lumber-producing territory, where the rates apply in all 
other instances only from the trunk line junctions with tap 
necessarily follow that the protestant lum- 
uld be entitled to the group rates even if its 


Submitted May 6, 


lines, it does not 
ber company wi 


tap line on the ecord was shown to be a full-fledged com- 
mon carrier 
Order of suspension vacated 


Biddle for complainants. 
Spooner for Washington Western Railway 


George R. 
Charles P. 
John F. Northern Railway Co. 
and Northern 


Finerty, Jr., for Great 


Pacific Railway Co. 


H. E. Lounsbury for Oregon-Washington Railroad & 
Navigation Co 
F. M. Dudley and F. D. Burroughs for Chicago, Mil- 


waukee & St. Paul Railway Co. 


Report of the Commission. 


HARLAN, Commissioner: 


Throughout 
the lumber rates, whether grouped or not, are made from 
trunk line stations only, and do not extend back to points 


the states of Washington and Oregon all 


lines of the industrial railroads operated in con- 
Except in the instance here 


territory on 


on the 


nection with lumber mills. 


described, there has been no effort in that 
the part of lumber companies to claim for their industrial 
railroads the status of common carriers and through them 
to participate in the rates of connecting trunk lines. The 
ndustrial line is put has been regarded 


and the cost of 


use to which the 
as part of the manufacturing process 
hauling the logs to the mill and of delivering the manu- 
factured lumber to the trunk line has been considered 
as a part of the cost of manufacture. 

lumber and forest products were re- 
cently established by the Northern Pacific and Great 
Northern with the Washington Western Railway, and in 
this proceeding the Three Lakes Lumber Co. and certain 


Joint rates on 


other shippers of lumber and forest products whose mills 


against cancellation 


from 


are in that vicinity their 
The joint rates so established points on 
line were the so-called coast group rates, which elsewher« 
in the states mentioned apply only from points directly 
on the trunk lines traversing that territory. 


protest 


It is admitted that the Three Lakes Lumber Co 
and the Washington Western Railway Co. represent a 
single investment. The mill and the railroad property 


were acquired by the Three Lakes Lumber Co. about 1( 
years prior to the date of the hearing. The railroad until 
a few months ago was regarded by the lumber compan) 
as a facility of the industry and was operated as such 
It is now incorporated as the Washington Western Rail 
way Co., and its tracks extend, just as they did befor 
being incorporated, from the mill to a connection wit! 
the Northern Pacific at Machias, a distance of 4.13 miles 
and from the mill to a connection with the Chicag 
Milwaukee & St. Paul Railway and the Great Norther 
at Woodruff, a distance of 6.99 miles. In addition to th 
mill to the trunk lines, tl! 
maintains logging spurs which 
incorporated road into the timbe! 
Southwest, the ownershi| 


tracks from the 
lumber 


from the end of the 


leading 
company extend 


Following the practice in the 
of what, for convenience, is referred to here as the log 
ging tracks was reserved in the lumber company and ni 
turned over to the incorporated tap line. The logs ar: 
loaded by the employes of the lumber company on ca! 
lumber company with its ow! 
thence, 


the incorporated ta 


which are hauled by the 
power over the logging 
age rights, directly to the mill over 


roads and under track 


line. 
There is no pretense that there has been any chan: 
tT 


in the relation of the tap line to the industry, or in 


character of its service for the industry, since its 


corporation as a railroad company in August, 1912. Ther 
in the investment. Capital st 


has been no change 

of the tap line was issued to the amount of $250,000, 
all of it, except five shares of the par value of $500, 
served for qualifying the directors, turned over 
the Three Lakes Lumber Co. in exchange for the |! 
road tracks, together with one locomotive, two flat ca 
one caboose and $10,000 in cash. All the directors 
the railway company are stockholders in the Three Lak« 
Lumber Co. and all the officers of the railway comp 
are either officers, employes or stockholders of the 
ber company, with the exception of the general mana 
who is said to give his entire time to the service of 
tap line. The roadmaster is a joint employe of the 
road company and the lumber company, each paying one 
half his salary. The only exclusive employes of the 
road company, besides the general manager, are two 
ginemen, two trainmen and the section crew. Ther« 
no settlements along the tap line, except at its junct 
connecting trunk lines, and at Three Lakes, 
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where the mill and commissary of the lumber company 
are located. The population along the line consists 
mostly of lumber company employes. There are some 
employes of shingle mills and other independent pro- 
ducers of forest products. Of the several independent 
mills referred to on the record as shippers over the Wash- 
ington Western, only one is located directly on its tracks; 
ull the others team their products to it for shipment. 
The distances from such mills to the contiguous trunk 
lines are in some cases slightly greater and in others 
slightly less than the distances to the tap line. The 
only store on the line is the commissary of the lumber 
ompany at Three Lakes. It is said that the roadbed 
s in good condition, considering the fact that it has been 
ised as a logging road until within the last six or seven 


months, The weight of the rails varies from 35 to 56 
pounds. Since the incorporation of the railroad company 
a telephone line has been installed along the tap line 


and along the logging spurs of the lumber company. A 
i00-ton seale has also been put in at Three Lakes. One 
train is operated daily in each direction between Three 
Lakes and Machias, and between Three Lakes and Wood- 
ruff. It does not carry a passenger coach, but passengers 
are allowed in the caboose. Tickets may be purchased at 
Lakes, but at all other points passengers are re- 
quired to pay cash fares on the train. The passengers 
consist principally of the lumber company’s employes in 
he mill and its workmen in the woods. 

It is frankly stated of record that the tap line was 
neorporated by the lumber company because of a similar 
practice in the Southwest, as revealed in the Tap Line 
ise, 23 I. C. C., 277 and 549 [Traffic World, May 4, 1912, 

870], and with the desire to get similar results. As 
iid before, there is no pretense of any change in the 
nvestment, in the service, or in the relation of the tap 
line to the iumber company. It is still all one enterprise. 
But, having prepared the way by incorporating the tap 
line as a common carrier, the lumber company, owning 

in another form, but without any change in substance, 
hereupon demanded—and its traffic was large enough 
to induce one of the trunk line connections to yield to 
he demand—the establishment of joint rates by the 
trunk lines with the industrial road, with divisions to 
the latter out of the rates. The joint tariff applies the 
prevailing coast rates from all stations on the tap line; 
of the rates the tap line is allowed a division 
of from 2% to 3% cents per 100 pounds on lumber and 
irticles ‘taking the same rates, and from 3 to 4% cents 
n shingles and articles taking higher than lumber rates. 

At first the other two trunk line connections declined 
any arrangement of this character with 
but after the joint rates were established 
by a competitor they were also put into effect by the 
Pacific. The St. Paul has never made the 
allowances. All the joint rates are shown for cancella- 
tion in the tariffs that are here under suspension. The 
stated reason for doing this is that an allowance to this 
road will be made the basis for spreading the practice 
to other industrial lines in a territory where no such 
allowances have heretofore been paid. The railroad 

nesses testified that the trunk lines in question put 

the joint rates without considering the propriety of 
it course, and, when subsequent investigation con- 
ced the officials that the Washington Western had 
Olly a technical status as a common carrier and was in 
reality still a part of the industry, they ordered the joint 
rates to be withdrawn. 


Three 


and out 


enter into 


tap line: 


\orthern 
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From what has been said it is apparent that the 
incorporation of its industrial tracks and equipment under 
the name of the Washington Western Railroad Co. was 
undertaken by the Three Lakes Lumber Co. not with 
the desire to serve the public or because there was a 
substantial shipping public to serve, but in pursuance of 
a desire, following in the footsteps of certain lumber 
companies in the Southwest, to obtain divisions out of 
the joint rates in aid of its general investment. This is 
practically admitted of record. It also appears that 
there are many lumber companies in the territory 
reached by the respondents in the state of Washington 
with tap lines or logging roads in all respects substan- 
tially similar to the tap line of the Three Lakes Lumber 
Co. as described on the record. It is clear, therefore, 
and the officials of the respondents so assert, that if the 
allowances to this lumber company through its tap line 
are continued, without granting the same concessions 
from the rates to other shippers with similar facilities, 
discriminations will necessarily result until this becomes 
a general practice in that lumber territory, which is now 
entirely free from it except for the one instance before 
us here. This, the respondents contend, would seriously 
deplete the revenues on their lumber traffic and would 
substantially deprive them of the increased earnings re- 
sulting from the advances on their lumber ratés that 
were permitted by this Commission some years ago in 
Oregon & Washington Lumber Mfrs. Asso. ys. U. P. R. R. 
Co. and related cases, 14 I. C. C., 1, 23, 41 and 51. 

The protestants do not contend that the lumber rates 
were fixed in contemplation of the existence of allow- 
ances to lumber companies or to their tap lines, or in 
anticipation of the growth of any such practice in the 
future. Under such circumstances it is clear that the 
Three Lakes Lumber Co., through its tap line, is getting 
the benefit of lower rates than all its competitors in 
that territory are paying. We say this on the strength 
of the testimony of railway witnesses at the hearing who 
esserted that the trunk line carriers earn their full rate 
from their junctions in the case of all the tap lines except 
the one that is before us. It is the lumber company 
owning that line that is the protestant here, and what 
it wishes is to prevent the withdrawal of a preferred-rate 
basis which it has been enjoying for some months over 
all its competitors in the lumber industry. 

On the record the service rendered by the Washing- 
ton Western to its proprietary lumber company is shown 
to be a private service of transportation. In other words, 
our finding is that, respect to the lumber of the 
proprietary company, the tap plant facility. 
Even if it might be regarded upon the record as a com- 
mon carrier in the service performed for its proprietary 
lumber company, it does not necessarily follow that the 
Three Lakes Lumber Co. would be entitled to the bene- 
fit of group rates from its mill while all its competitors 
must pay the group rates from trunk line junctions with 
their tap lines. The lumber traffic of this region is now 
free, according to the record, from the wrongs and at- 
tendant injustices that flow from rebates and preferences 
of like nature to lumber companies. It is our duty to 
do what we lawfully may to keep it so, and this is no less 
than the duty of the carriers before us here. See The 
Cancellation of Joint Rates in Connection With the Chi- 
cago, Ziegler & Gulf Railroad Co., 27 I. C. C., 353 [Traffic 
World, July 5, 1913, p. 16]. 

The orders of suspension entered 
vacated. 
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ORDER. same action, thereby restoring the class-rate basis ap- 
It appearing, That on Dec. 4. 1912, the Commission plicable on the individual commodities constituting the 
entered upon an investigation concerning the propriety mixed carload. All of these commodities, it may be 
of the advances and the lawfulness of the rates, charges, stated, come within the first five classes of the official 


regulations and practices stated in certain schedules con- 
tariffs: R. H. Countiss, agent, 
to I. C. C. No. 912; Nos. 20 and 21 
Nos. 8, and 10 to I. C. C. No. 951, 
959, ordered that the operation of 

tariffs suspended 
1913, R. H. Countiss, 


tained in the following 
supplements No. 21 
to I. C. C. No. 924: 
me 3. co ea 
schedules 


9 


and 


said contained in said be 


until April 9, 1913; that on April 4, 

agent’s supplement No. 21 to I. C. C. No. 912 and I. C. C. 
No. 959 were further suspended until Oct. 9, 1913, as to 
such rates and charges; and that on April 4, 1913, R. H. 
Countiss, agent’s suplements No. 23 to I. C. C. No. 924 


951 were suspended 


No. 


rates 


17 


as 


Nos. 12 and oe t. c. ©. 
Aug. 1913, to certain 
It further appearing, That a full investigation of the 
matters and things involved has been had, and that the 
the date hereof, made and filed a 
findings fact and conclusions 
and 


and 


until charges: 


and 


Commission has, on 
containing 


said 


report its of 


thereon, which report is hereby referred to 
made a part hereof: 

It ordered, That the orders of 
suspending until Au and Oct. 1913, 
the operation of schedules stated in said orders be, and 
they are hereby, vacated and set aside as of July 21, 1913. 

It is further ordered, That a copy hereof be forthwith 
served upon R. H. Countiss, agent, and upon the car- 


riers respondents herein, and that a copy hereof be filed 


the Commission 


is 


g. 7 9, respectively, 


with said tariffs in the office of the Commission. 
CLASS RATES DISCRIMINATE 
CASE NO. 5210. OPINION NO. 2389. 
(27 I. C. C. Rep., P. 635.) 
KOEHLER PRODUCE CO. ET AL. VS. PENNSYLVANIA 


RAILROAD CO. ET AL. 


Submitted May 10, 1913 Decided 

The application by defendants on general produce of class rates 
from Pittsburgh to certain points west while contempo- 
raneously maintaining on the same articles of traffic com- 
modity rates lower than their rates from Pittsburgh 

to certain points east, under substantially similar circum- 


June 9, 1913. 


class 


stances and conditions, found to subject complainants who 
ship under the former rates to undue prejudice and dis- 
advantage 

J. J. Foley for complainants. 

L. E. Hinkle for Pennsylvania Railroad Co.: Pitts- 


burgh, Cincinnati, Chicago & St. Louis Railway Co.; and 
Pennsylvania Co. 


W. W. Smith Co. 


for Baltimore & Ohio Railroad 


Report of the Commission. 


CLEMENTS, Commissioner: 

reasonableness of 

Pittsburgh, Pa., to sta- 

on the lines of the 
Pennsylvania lines 


In this complaint is involved the 
from 
and south that city 
& Ohio Railway and the 
west of Pittsburgh. The destinations in issue are dis- 
tant from Pittsburgh a maximum of about 80 miles, 
Wheeling and Wellsburg, W. Va., and Steubenville, East 
Liverpool, and Youngstown, Ohio, will be taken as rep- 
resentative destinations. Prior to 1909 the defendant 


earriers published special commodity rates on produce 


rates on general produce 


tions west of 


Baltimore 


to these destinations, applicable on either straight or 
mixed carloads. In March of that year the Baltimore 


& Ohio canceled these rates and on April 10 of the same 
year the Pennsylvania lines west of Pittsburgh took the 


classification. 
The Pennsylvania lines west of Pittsburgh, although 
a part of the general Pennsylvania Railroad system, con- 
corporation from the Pennsylvania 
The Penn 
Baltimore & 


stitute a separate 
system lines which operate east of that city. 
syivania lines east of Pittsburgh and the 

Chio publish commodity rates to stations on their lines 
east of Pittsburgh upon the same relative basis as were 


the commodity. rates to the points west of Pittsburgh 
which were canceled. Johnstown, Pa., and Morgantown, 
W. Va., are representative of the latter stations. The 
petition therefore alleges that the present class rates 
applicable to the stations west of Pittsburgh are un- 
reasonable under section 1 of the act and subject com- 

to undue prejudice and disadvantage and give 


plainant 
to shippers under the commodity rates to stations east 


of Pittsburgh an undue preference and advantage in vio- 


lation of section 3. Reparation is asked on past ship- 
ments. Following is a comparative statement of the 
former commodity rates to points west of Pittsburgh 
and of the present commodity rates to points east ol 
that city, together with the rates on the first five 
classes within which the individual commodities ars 
rated: 
RATES FROM PITTSBURGH, IN CENTS PER 100 POUNDS 
Commodity Present class rate. 
rate 1 2 3 4 
Pittsburgh to stations west: 
Wheeling, W. Va.......... 8 17 15 13% 10 8 
Wellsburg, W. Va. ...... — . 11% 10% 8% i 
Steubenville, Ohio ........ Ss 10% 10% 10 8 7} 
East Liverpool, Ohio 6% 10% 10% 10 8 " 
Youngstown, Ohio .. s 15% 14 13 10 7} 
Pittsburgh to stations east: 
Johnstown, Pa. ....... 9% 28 21. 17 11 10 
Morgantown, W. Va. ..... 9% 30 25 20 14 11 
Greensburg and Brownsville, Pa., were also given by 


complainants as representative stations east of Pitts 


ade 


bisects 


Bie era 


burgh to which commodity rates were applicable, but it 


appears from the tariffs on file with the Commission tha 


the commodity rates of 


canceled 1910, 


those stations were in October, 
the class rates to apply. 

The minimum weight applicable to this traffic und« 
the former commodity rates was 24,00 pounds. The tota 
charge per car to Wheeling, using Wheeling as _ illust1 
was therefore $19.20 on a minimum 

By the cancellation of those rates 
charge per car has been increased 
100 per cent and in some cases even more, 
upon the character of the mixture and upon the operatio! 
of rule 10 of the official classification under which t! 


highest rated article in the the 


tive, 


under. this tota 


mixture, at 


5 and 6% cents, respectively, to 
leaving 


carload or 


in most cases about 
dependent 


minimum 


weight applicable to that article, is the maximum charge 


that may be assessed on shipments moving under cla 


rates. 
At the hearing it was testified on behalf of the d 
fendants Baltimore & Ohio and Pennsylvania lines wé 


of Pittsburgh that the commodity rates in question were 
“anceled principally because of protest received by them 
from produce dealers located at Cleveland, Columbus 
Indianapolis, Cincinnati, and Louisville, who, while not 
actually competitors for the particular traffic, - neverthe 
less contended that they were entitled to the same re'a 
tive commodity rate basis to stations reached by them 
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as was then 


in effect from to the stations 
west thereof in issue. 

It is also contended on behalf of the Baltimore & Ohio 
that its present commodity rates to stations on that line 


ist of Pittsburgh are abnormally low and would be ad: 


Pittsburgh 


anced by it but for the refusal of the Pennsylvania 
ines east of Pittsburgh to take similar action. This 
contention that the class rates are properly applicable 


this traffic is based not only on the revenue per car 
the additional fact, as testified 
are extended in 


erived from it, but on 
y defendants, that certain advantages 
the handling of produce which are not afforded to less- 
than-carload freight in general. It is explained that 
000 pounds or more of produce will secure the exclusive 


se of a car, whereas the usual less-than-carload ship- 
ment of other commodities would be but a part of a 
mixed shipment loaded, if necessary, to the capacity of 


the car. Shipments of produce are also said to be placed 
for unloading in the early hours of the morning and at 
the consignees, in order that the 
commodity offered fresh for the opening of 
market; other freight in general is 
usually not set for unloading before 7 a. m. In answer 
to complainants’ contentions that a lower rate should be 


points designated by 
may be 


less-than-carload 


given on produce because the consignor loads the car, 
defendants state that the additional expense to the car- 
riers in this respect, if they performed that service as 


they do on other less-than-carload freight, would be more 

sar that would 
capacity of the 
It also ap- 


than offset by the increased revenue per 
accrue if were loaded to the 
car, as is less-than-carload freight in general. 


produce 


pears that the shippers of produce perform this service 
through choice for their own advantage, and that they 
followed the same practice when the commodity rates 
were in effect. 

It was testified on behalf of the Pennsylvania lines 
east of Pittsburgh that the commodity rates to points 
east of that city were established to meet conditions 


which do not longer obtain and that they are abnormally 
low; that in November, 1912, they were horizontally ad- 
vanced approximately 20 per cent; and that the question 
further advance to the class-rate basis is now under 
Such an advance, it was explained, would 
place the from Pittsburgh to these points on the 
Same basis as are rates from Cleveland, Columbus, Cin- 
Baltimore, and all other points in this general 
territory, from which class rates are uniformly applicable. 
Neither defendants nor complainants could cite any in- 
commodity-rate adjustment on produce in 
that to these stations east of Pitts- 


ol a 
consideration. 


rates 


cinnati, 


Stance of a 
this territory except 
burgh. 

It appears that complainants do not meet with com- 


petition from dealers located at certain of these points 
east of Pittsburgh in the sale of their produce. Some of 
the complainants at Wheeling, however, do come into 


competition with produce dealers located at Morgantown, 
whose traffic involves an interstate haul. 

Considering all the facts, circumstances, and con- 
ditions shown of record, we are of opinion that the class- 


rate basis in issue applicable from Pittsburgh to stations 
west and south of that city is not unreasonable in and 
of itself. We do find, however, that that basis is unduly 


prejudicial 
under 


against complainants and gives to shippers 
the commodity rates to points east of Pittsburgh 
an undue preference and advantage. We shall make no 
at this time, but shall expect defendants to re- 
this discrimination. If this is not done within 60 


OT er 


m< A 
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days from the date of service of this report, an order 
will be entered to give effect to these findings. 

Considering all the facts appearing, we are of opinion 
that reparation should not be awarded in this case. 


HELPS DULUTH BY RAIL AND LAKE 


OPINION NO. 2390 

(27 I. C. C. Rep., P. 639.) 

COMMERCIAL CLUB OF THE CITY OF DULUTH VS. 

BALTIMORE & OHIO RAILROAD CO. ET AL. 

Submitted Aug. 2, 1912. Decided June 9, 1913. 

present through rail-and-lake class rates to Duluth 
from points east of the Indiana-Illinois state line found 
to be unreasonable in and of themselves. The present 
scale of through rail-and-lake class rates to Duluth from 
trunk line territory also found to be unduly discriminatory 
when compared with through rail-and-lake rates from 
that territory of origin to Chicago. Reasonable and non- 
discriminatory rates prescribed for the future. 

2. The narrow spread in the present joint through rail-lake- 
and-rail rates from points east of the Indiana-Illincis 
state line to the twin cities and in the joint through rail- 
and-lake rates from that territory of origin to Duluth 
found to deprive Duluth of the advantage of its location 
at the head of the lakes and to result in undue discrimi- 
nation against Duluth, which will be relieved in some 
measure by the reduction here required in the through 
rates to Duluth. A minimum scale of differentials pre- 
scribed for the future. 

The contention of Duluth that the class rates on rail-and- 
lake traffic to the Northwest ought to break on its 
wharves instead of at the twin cities and that, in fairness 
to Duluth, the sum of the intermediate rates is the low- 
est rate adjustment that Minneapolis and St. Paul should 
have, is not sustained. Duluth cannot lawfully ask for 
anything more than a reasonable scale of rates and a 
reasonable relation of rates as between itself and the 


CASE NO. 4335 


i. The 


twin cities. To have the rates break at a particular 
point is not an inherent rate right. 
{. Undue rate discriminations against towns adjacent to the 


twin cities, fourth-section violations, and evasions and 
manipulatons growng out of the loose policing of transit 
privileges at Duluth considered and disapproved, and the 
defendants required, by October 1 next, to submit tariffs 
revised in those particulars. 


Francis W. Sullivan and G. Roy Hall for complainant. 

Ernest S. Ballard and R. W. Barrett for trunk lines 
and boat lines. 

C. C. Wright for Chicago & Northwestern Railway Co. 

J. D. Armstrong for Great Northern Railway Co. 

George W. Seevers for Minneapolis & St. Louis Rail- 
road Co. 

J. J. Conley for Chicago, Milwaukee & St. Paul Rail- 
way Co. 

H. M. Pierce for Chicago, St. 
Omaha Railway Co. 

Emerson Hadley for Northern Pacific Railway Co. 

John I. Dille, Cobb & Wheelwright and George T. 
Simpson for Minneapolis Traffic Association and St. Paul 
Association of Commerce, interveners. 

W. P. Trickett for Minneapolis Traffic Association. 

T. A. McGrath for St. Paul Association of Commerce. 

David F. Peebles, T. E. Cashman and E. H. Draper 
for Albert Lea, Owatonna, Austin, Mankato, Faribault, 
Waseca and Rochester, Minn. 

George T. Bell for Traffic Bureau of Sioux City Com- 
mercial Club. 

H. C. Barlow for Chicago Association of Commerce. 


Paul, Minneapolis & 


Report of the Commission. 


HARLAN, Commissioner: 

In the proceeding before us here the city of Duluth 
is demanding the same position on the rate map that it 
has on the geographic map of the Northwest. The origi- 
nal and amended complaints filed in its behalf attack 
the rate structure on all class merchandise and on cer- 
tain specified commodities moving to Duluth, and to the 
Northwest through the port of Duluth, over rail-and-lake 
routes from trunk line territory and from that part of 
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Central Freight Association territory that lies east of 
the Indiana-Illinois state line. With respect to this large 
and growing volume of traffic, it is alleged that through 
the aid of the railroads Minneapolis and St. Paul, al- 
though inland points 152 miles distant from the lake, 
have been made the rate-breaking point, a position that 
they have usurped and which rightfully belongs to Du- 
luth, as the latter claims, because of its location at the 
head of the lakes, where water transportation ends. The 
case brings into controversy the rates on all traffic 
moving to the territory of destination in the Northwest 
by the so-called package boats as distinguished from the 
freighters that move the heavier commodities in bulk. 

That part of the country lying east of Buffalo and 
Pittsburgh is known as-trunk line territory and the car- 
riers operating there are commonly spoken of as the 
trunk lines. Lying north of the Ohio River and extend- 
ing west from Pittsburgh to the Mississippi River, but 
excluding the upper crossings and the northern corner 
of the state of Illinois, is the so-called Central Freight 
Association territory; the rail lines traversing it are 
referred to here for convenience as the central lines. 
St. Paul and Minneapolis comprise one rate point, and 
in this report are called the Twin Cities; the railroads 
serving Duluth and the Twin Cities we shall speak of 
as the northwestern lines; the boat lines on the Great 
Lakes referred to herein are the package boats belonging 
to the trunk line carriers, and the rail lines leading 
from Chicago to the Twin Cities are mentioned as the 
Chicago lines. The trunk lines and the central lines 
join with the boat lines in naming through lake-and-rail 
rates to Duluth and Chicago. The northwestern lines 
concur with the trunk lines, the central lines and the 
boat lines in naming through rail-lake-and-rail rates to 
the Twin Cities; they also name local rates to those 
points from the ports of transshipment on Lake Superior 
and Lake Michigan, and likewise publish distributing rates 
from the Twin Cities to various points of consumption 
in the Northwest. The boat lines and: all these rai] lines 
are parties to the record. 

Against the rate situation now in effect three main 
grounds of complaint are urged on behalf of Duluth: 
1. It is alleged that the rail-and-lake rates to Duluth 
are unreasonably high in and of themselves and unduly 
discriminatory in their relation to the rates from the 
Same territory of origin to Chicago. 2. It is alleged that 
the differentials in the through rates to Minneapolis and 
St. Paul over the rates to Duluth and the Lake Michigan 
ports are unreasonably narrow and yield divisions to 
the northwestern lines that are not remunerative; it 
is also contended that the result of this small difference 
in the rates to the Twin Cities over the Duluth rates 
is to deprive Duluth of the advantage of its location 
at the head of the lakes, thereby unduly discriminating 
against it. 3. It is alleged also that the privileges of 
free storage and reconsignment, granted at their Duluth 
terminals by the northwestern lines on shipments moving 
into the port and thence over those lines to inland points, 
work an undue discrimination against Duluth as a com- 
munity and also against its merchants. 


Twin Cities’ Interest. 


The issue thus presented by Duluth is, of course, of 
vita] interest to the Twin Cities, and soon after public 
notice had been given of the filing of the original com- 
plaint the Minneapolis Traffic Association and the St. 
Paul Association of Commerce filed intervening petitions 
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in behalf of their respective municipalities. Various 
points adjacent to Minneapolis or St. Paul, such as Still- 
water, take the Twin City rates and are therefore in 
accord with the attitude of the Twin Cities in the con- 
troversy. The rates to points south and west of the 
Twin City rate group are made by adding arbitraries to 
the Twin City rates; many of these communities, includ- 
ing Albert Lea, Owatonna, Mankato, Faribault, Waseca, 
Rochester and Austin, all in the state of Minnesota, 
were represented at the hearing and ranged themselves 
on the Duluth side of the contest. The traffic bureau 
of Sioux City, in the state of Iowa, entered its appear- 
ance and filed a brief in support of the contentions of 
Duluth. The Chicago Association of Commerce supported 
Duluth in its demand for wider differentials in the twin- 
city rates over the lake-port rates, but was opposed to 
its prayer for a reduction in its rail-and-lake rates. With 
the exception of the twin-city rate group, all the locali 
ties in the Northwest represented at the hearing, 01 
which have otherwise expressed any view on the record, 
object to the present twin-city adjustment as being in 
some degree to their disadvantage. 

Duluth is not specially contending for any order that 
will result in a reduction in the revenues of the carriers; 
what it asks, if granted, would tend rather to increase 
their revenues. In other words, Duluth is asking for 
better rates only as an alternative proposition. Its 
primary demand is that the alleged discrimination against 
Duluth and preference in favor of the Twin Cities shall 
be corrected by establishing to the latter points higher 
rates than are now in effect. As an order bringing 
about any such result would tend to increase their reve 
nues, the attitude of the carriers has been more or less 
passive, and the record throws very little light on their 
position in the controversy. The northwestern lines 
contented themselves with an effort to defend the pro 
visions in their tariffs authorizing free storage at Dulut! 
The defense of the boat lines was limited to an effort to 
justify the present relation of rates as between Dulut 
and Chicago. They also contended that this phase of the 
matter had been disposed of in Wyman, Partridge & C 
ve. Be MR RB. 13 EC... 2s: 16 LC. C. Si¥: and 
I. C. C., 551; [Traffic World, Dec. 17, 1910, p. 910] and 
therefore was res adjudicata. The trunk lines and cent! 
lines were not helpful in the solution of the proble! 
and apparently do not consider that any possible r 
adjustment of the rate situation, within the scope of t! 
issue as outlined of record, will seriously affect th: 
revenues. The case therefore resolves itself in la! 
measure into a contest, as heretofore stated, betwe: 
Duluth and the Twin Cities; and upon the two sides 
this main issue various other communities have tak 
some part in the controversy according to their res] 
tive interests. Although a large number of specific c 
modity rates are involved, the testimony in the main 
was confined to the propriety of the class rates, it be 
admitted that the conclusions reached with respect (0 
the class rates would apply in principle also to the 
modity rates. 

Rate History Obscure. 

The record is very voluminous and the history of 
the rail-and-lake rates finally resulting in the present «d 
justiment was explained in some detail. Nevertheless ‘tl 
history seems to become obscure very quickly and 
of the earlier features of the rate situation are not 
gether clear. It appears that during the 20 years pri 
1907, when the present class rates were made effe 
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tween New York and Duluth, which may be taken as 
typical points in this rate structure. The first-class rate, 
for example, varied all the way from 54 cents to 90 cents 
per 100 pounds. We know that these fluctuations were 
the result of rate wars of great magnitude; but the im- 
mediate cause of the disturbances, the immediate re- 
sults accruing from them, and many similar details are 
not disclosed on the record. It is shown that for a short 
time during 1889 there were no rate differentials as be- 
tween Duluth and Chicago; and for about one month in 
1890 there was a scale of differentials against Chicago of 
{—8—7—4—-4—-4 on the several classes; but at all other 
times the rates to Duluth have been somewhat higher 
than the rates to Chicago. The maximum spread in the 
first class rates to the two points was reached in 1891, 
when it was as much as 36 cents per 100 pounds; and it 
remained unchanged at that figure until 1895. But we 
understand from the record that prior to 1897 there was 
no fixed and definite scale of differentials either as be- 
tween Duluth and Chicago or as between Duluth and the 
Twin Cities; and the rates, as stated. passed through 
many variations. It was during that year that the present 
differentials in this territory were fixed; and although 
the rates themselves have since been changed from time 
to time this relation of rates has not been departed 
from. 

The class rates applying by rail and lake to Duluth, 
Chicago, and the Twin Cities from trunk line and Central 
Freight Association territories are governed by Official 
Classification from New York are at this time as follows: 


Class Rates, in Cents. 


Rate to— 
1 2 3 4 5 6 
SII. + ds a.» ob 9 suena ahha tee 0 earaneeasue 68 59 45 33 28 24 
CO das kc ovdes deck ¥elevscetierrent 62 54 41 30 25 21 
Pere ree ee 83 72 54 38 32 26 
Diterentials: 
Dulles ever Cried. o dins 6s 0 ced dbis olds 6 5 4 3 3 ; 
TW. Gitles OVEP DIGHITR. .<<ccccccsice 15 13 9 5 t 2 
Twin cities over Chicago............ 21 18 13 s 7 5 


Are these rates to Duluth unreasonable in themselves 
and are the differentials against it over the Chicago rates 
unduly discriminatory as alleged? This is one of the im- 
portant points in the controversy and it may well be con- 
sidered at this time. 


Factors Controlling Rates. 


In addition to the general investment in _ boats, 
wharves, and other property used in the service there are, 
of course, a number of special factors that properly enter 
into these rail-and-lake rates that are not characteristic 
of all-rail rates. The capacity of the boats, for example, 
is necessarily an important element. Closely related to 
it is the depth of the channels through which the boats 
must pass. This controls their loading. The sufficiency 
and convenience of the wharf and dock facilities is an- 
Other matter that must be considered: The character 
and condition of the harbor and of the harbor entrance 
are no less important. The length of the haul is entitled 
to some consideration, although mere distance, as all 
agree, has even less influence on a water rate than it 
has onarail rate. The time taken in making the trip has 
some relation to the rate although a difference merely 
of a few hours is not of great importance. A feature of 
more importance is the conditions of navigation with re- 
S8pect to the matter of storms, fogs, and similar perils 
that are incident to water transportation. And, finally, 
as with all rates, the density of the traffic and the cost 
Of operation must not be overlooked. 
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there were many variations in the rail-and-lake rates be- 








In some of these respects Duluth was at a disad- 
vantage in 1897, when the present relation of rates as 
between that port and Chicago was established. Prior 
to that date the depth of the Soo Canal, through which 
access is had to Lake Superior, limited the vessel load- 
ing to all the harbors on that lake. Boats drawing more 
than 14 or 14% feet of water could not pass through it. 
At about that time dredging operations gave the canal 
a 16-foot channel. At the present time the depth is be- 
tween 18 and 19 feet. Whatever disadvantage resulted 
to Duluth from the limited depth of the channel in former 
years has therefore now in large measure been eliminated, 
and at this time Chicago and Duluth stand on a practical 
equality so far as concerns the capacity and loading of 
the boats in service on the lakes. With respect to 
harbor conditions, Duluth at this time has an advantage 
resulting from natural conditions and from the develop- 
ment and improvement accomplished under large appro- 
priations by the national government. Its harbor may 
be entered and docks reached by steamers without diffi- 
culty and, ordinarily, without the aid of tugs. The diffi- 
culties at Chicago, on the other hand, have not yet been 
entirely overcome, and large steamers, as a rule, re- 
quire more or less assistance in getting in and out of the 
harbor and in tying up at the docks. In consequence of 
local conditions, as the testimony shows, it also takes 
substantially more time for loading and unloading at 
Chicago than at the better harbor of Duluth. As a 
matter of fact the conditions at Chicago, as disclosed of 
record, have made it desirable for the boat lines to use 
the port of Milwaukee to a large extent, in preference 
to the harbor at Chicago, even for traffic destined to the 
latter port; they use that port, however, only for traffic 
upon which the boat lines absorb the switching charges 
at Chicago. But when using the Milwaukee port for such 
traffic the boat lines must absorb the charges of the rail 
lines to Chicago to the extent of the divisions that those 
lines receive at that point on through all-rail traffic from 
Milwaukee to the east. It is our understanding that these 
absorptions on class traffic are on a 7%%-cent scale. It 
may be noted here, in passing, that at Chicago the termi- 
nal facilities are very largely furnished by the boat lines, 
whereas the rail lines for the most purt provide the 
terminals at Duluth; the boat lines to Duluth are there. 
fore at very little expense for terminals. 


The Time Element. 


With respect to the time required to make the jour- 
ney between Buffalo and Chicago and between Buffalo 
and Duluth much testimony was offered, and there is 
some conflict in the statements made. 
several of the boat lines offering testimony on the ques- 
tion run to both points during the season, but the West- 
ern Transit Co. alone assigns its steamers exclusively 
either to the Duluth service or to the Chicago service. 
Vessels of this line in the Duluth service make practically 
the same number of trips during the period of open navi- 
gation as do its vessels of substantially the same char- 
acter running to Chicago. But a recent schedule of the 
express service of that line, filed on record after the 
argument, shows an allowance of 72 hours both to Chicago 
and to Duluth. On the other hand, three captains, Iong 
in service on the lakes, expressed the view that the time 
consumed in a round trip from Buffalo to Duluth was 
from 10 to 12 hours longer than in a round trip to Chi- 
cago. But the weight of the testimony shows that the 
round trip to Duluth is usually from 4 to 6 hours longer. 


The vessels of 
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It is at a disadvantage in distance when compared with 
Chicago by only 96 miles when reckoned from New York 
by rail-and-lake. The difference in time in favor of. the 
Chicago service is not ordinarily sufficient, however, to 
enable the boat lines to make an additional trip to that 
port during the season of open navigation; and this is 
the more controlling feature in the situation so far as 
the element of time is concerned. That the difference 
in time for a single trip is not regarded as important is 
shown by the fact that the bulk freighters, operating in- 
dependently of the trunk lines, make little distinction be- 
tween the two ports, and in many instances contract for 
freight from Duluth at a lower rate than from Chicago. 
Moreover, on package freight a blanket rate is main- 
tained to all Lake Michigan ports, although the distance 
to Milwaukee, Manitowoc, Green Bay, and Gladstone is 
considerably less than to Chicago. 

Much is said as to fogs and smoke from forest fires 
on Lake Superior and of the greater hazard of navigation 
resulting from these and other conditions on that lake 
that are not encountered on Lake Michigan. The evi- 
dence on this point is not convincing, and the force of 
the contention is somewhat minimized by the fact that 
the insurance rate is no higher on Lake Superior than 
on Lake Michigan. 

Operating CoSts. 


The operating cost of the water lines is also dis- 
cussed of record, but not altogether satisfactorily. The 
testimony offered in behalf of the complainant tends to 
show that the operations of a package freighter to Duluth, 
at a schedule of rates lower than those in effect to and 
from Chicago, can be maintained at a profit of approxi- 
mately 45 per cent on the investment in the boat; in 
these computations, however, no allowance was made for 
shore costs. The water lines offered evidence to rebut 
that view; and the captains who testified claimed that 
the marine risks were greater on Lake Superior than on 
Lake Michigan. There was no affirmative testimony of- 
fered by the lake carriers at the hearing to enlighten us 


on the matter of shore costs, but they subsequently sub-, 


mitted statements purporting to show the average cost 
per ton for shore and administrative expenses. The 
bases of these computations were not given, and the water 
lines expressly declined to furnish them on the ground 
that they ought not to be required to disclose information 
of that nature to their competitors. On that same gen- 
eral ground they also declined to show the average reve- 
nue received from the opration of the package freight 
boats. Nevertheless, from the meager figures submitted 
of record and on the basis of the tonnage handled and 
trips made to and from Duluth during the year 1911, it 
appears that boats might have been operated to that port 
at a substantial profit on the basis of the Chicago rates. 
It may be appropriate to add, in connection with this 
guestion of the operating cost of the water lines, that out 
of the first-class 62-cent rail-and-lake rate from New York 
to Chicago the rail carrier to Buffalo receives 35.6 cents, 
while the lake carrier accepts a division of 26.4 cents; 
the local rate from New York to Buffalo is 39 cents, and 
from Buffalo to Chicago 35 cents. Out of the through 
first-class rail-and-lake rate of 68 cents from New York 
to Duluth the rail carrier to Buffalo receives the same 
division, namely, 35.6 cents, while the water line receives 
32.4 cents; the local lake rate from Buffalo to Duluth is 
41 cents. In other words, the differential of 6 cents 
against Duluth accrues to the water lines, and, as here- 
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tofore stated, the water haul to Duluth is but 96 miles 
farther than to Chicago. 

Having thus briefly summarized the various conten- 
tions in connection with the claim of Duluth for lower 
rail-and-lake rates and its allegation that the present rates 
are unreasonable and also unduly discriminatory when com- 
pared with the rail-and-lake rates to Chicago, we come 
now to its second main ground of complaint; namely, 
that the present rate relation on through traffic, as be- 
tween Duluth and the twin cities, results in an undue 
and unreasonable preference of the twin cities and other 
points taking the twin cities rates and in an undue dis- 
crimination against Duluth. We have already indicated 
that Duluth, while alleging that its rail-and-lake class 
rates from the east are excessive, is primarily contending 
that the joint rail-lake-and-rail class rates now in effect, on 
through traffic moving across the Duluth wharves io the 
twin cities, are too low. Stating its complaint in an- 
other form, Duluth insists that the spread, between its 
own rail-and-lake rates and the joint through rail-lake- 
and-rail rates on traffic moving through its port to the 
twin cities, is too narrow and practically deprives it of 
the natural advantages of its location at the head of the 
lakes. The twin cities reply to this contention by assert- 
ing that the benefits of cheap water transportation should 
not be confined to the ports, but should be diffused and 
extended to inland points. They join with Duluth in ad- 
mitting that the deepening of the Soo Canal added won- 
derfully to the opportunity of the boat lines to serve 
the northwest, but they assert that the twin cities are 
entitled, equally with Duluth, to enjoy the benefits of this 
expenditure of public funds. Finally, they contend that 
if the Duluth rates are too high and must be reduced, a 
corresponding reduction in the rates to the twin cities 
should be made, and that any argument advanced in favor 
of a rate reduction to Duluth applies with equal force in 
favor of a reduction in rates to the twin cities. 


Rate Structure Built on Twin Cities. 


As heretofore stated, the whole rate structure on this 
traffic to and from the northwest is built upon the twin 
cities. Although the water movement of westbound traf- 
fic comes to an end at Duluth, the twin cities are the 
rate-basing point. The rates on through traffic to the 
twin cities rate group do not break on Duluth, but are 
joint through rail-lake-and-rail rates. These rates being 
esatblished, the rail-and-lake rates to Duluth are then fixed 
on a 15-cent scale of differentials under the twin cities 
rates. This relation of rates has remained unchanged 
since 1897. The differential scale was originally sus 
gested by the leading rate-making official of the water 
lines, who explains that in making up the scale he took 
into consideration the Chicago situation and all other 
factors then existing that might have a legitimate i! 
fluence on the rates. He admitted, however, that cond 
tions had materially changed since the differentials were 
first made effective. 

In his argument in behalf of the twin cities couns: 
points to the location of Duluth near the Canadian bo 
der, and says that it was but a mere hamlet when the 
twin cities were fighting for the present adjustmen'; 
that it was neither a producing nor a consuming marke! 
at that time and was not large enough even to attra 
attention. This undoubtedly was the case. The interes! 
of Duluth were not even considered at that time 4 
have not had much consideration since that time; | 
record makes it clear that all the factors that ordinari|y 
enter into the making of rates have been compelled \ 
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yield and bend to the interests of the twin cities. The 
result of the influences in large communities tending to 
produce low rates was the subject of some comment in 
one of our early annual reports, where we said that these 
influences were often so strong that the carriers did 
not find it easy to resist them. We also pointed out that 
the interest of the carriers not infrequently was so far 
identified with the interests of certain towns that it be- 
comes a matter of choice with the carriers to give them 
exceptionally low rates. These conditions existed here 
in that the interests of the twin cities and of the car- 
riers were largely the same and produced the adjustment 
of which Duluth complains. As the water transportation 
ends at Duluth, it would be natural to expect to find the 
rates breaking on that port instead of being based on 
the twin cities. But this is not the case, and the result 
to Duluth, of rates going through its port and breaking 
beyond, may be illustrated by the extreme rate example: 

A carload shipment of merchandise moving from the 
east to Duluth under the fifth-class rate may be jobbed out 
at the third-class rate to Wyoming, a point on the direct 
route to the twin cities 123 miles from Duluth, at a total 
charge of 51 cents per 100 pounds. The same merchandise 
trans-shipped from Duluth in carloads at the fifth-class 
rate to the twin cities, a distance of 152 miles, may then 
be jobbed back at the third-class rate to Wyoming, for a 
further distance of 28 miles, at a through charge from 
the east of 46 cents, a difference in favor of the twin 
cities jobber of 5 cents per 100 pounds. This is doubt- 
less a rate anomaly of the kind not infrequently found in 
all rate structures; and it is admitted by the carriers that 
other instances of this natiure exist and must be cor- 
rected. The results of the adjustment to the Duluth 
jobber may be further illustrated, however, by cases that 
are characteristic and in no sense unusual. St. Cloud, 
for example, by the direct lines is 140 miles westward 
from Duluth and 74 miles northwest from Minneapolis. 
Applying the fifth class rate in and the third class rate 
out the jobber at Duluth pays a total charge of 60 cents 
per 100 pounds on a shipment to that point as compared 
to a total charge of 54 cents on what is practically a 
back haul from the Twin Cities. A similar combination 
of the carload rate in and the less-than-carload rate 
out from Duluth would require a retailer at Mankato, 
south of Minneapolis, to pay a total charge of 63 cents, 
as compared with a total charge of 52 cents on a ship 
ment to him from a jobber at Minneapolis. 


Twin Cities Dominate Situation. 


Manifestly, the tendency of such an adjustment is 
to give to the Twin Cities a dominating position in this 
part of the Northwest. This they claim to be entitled 
to by virttue of what is referred to on the brief as their 
favorable location and commercial importance. Duluth, 
on the other hand, claims that its rights have been over- 
looked; that it has been denied the benefit of its su- 
perior location; that this whole scheme of rates was 
devised with the object of building up the Twin Cities, 
and that the plan has been entirely successful in the 
actual results flowing from it. But it contends that the 
adjustment is an undue preference of the Twin Cities 
and adjacent territory and was established to prevent 
the growth of Duluth. While there ig little of record 
to indicate any efforts or plan to stop the progress of 
Duluth, the record contains much testimony indicating 
a defined purpose, developed very early in the history 
of the Northwest, to make the Twin Cities the great 
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point of distribution. To the efforts of those communi- 
ties to accomplish this, the northwestern lines united 
their own endeavors to win and retain for the Twin Cities 
that commercial relation to the Northwest. The Great 
Northern adopted that policy because its terminus was 
originally at Minneapolis; and the Soo line pursued: the 
same course because it had built into Minneapolis from 
Gladstone, a port on Lake Michigan. The influence of 
both lines has been indebibly impressed upon the rate 
situation. The record shows that they affirmatively un- 
dertook to subordinate their earnings from the lake 
ports by making low rates to the Twin Cities, in order 
to build up those communities into a great commercial 
center so that their lines, radiating from it in all direc- 
tions, might control the less-than-carload traffic into the 
territory of consumption. In furtherance of this policy 
radical steps were taken by both companies to compel 
the eastern and central lines to accede to this rate basis 
for the Northwest. The Great Northern in 1889, or at 
about that time, acquired the Northern Steamship Co. 
and commenced to operate a line of boats from Duluth 
to Buffalo. The Soo line also established a boat line to 
Buffalo from its port at Gladstone. The trunk lines 
were then in control of substantially all the package 
boats on the Great Lakes, and in this manner had become 
important factors in making the rates to the Northwest. 
By way of reprisal the northwestern rail lines, through 
the ownership of the new boat lines, pushed their way 
so deeply into trunk line territory as to be able to 
dictate the rate basis to the trunk lines and to the 
central lines. Having succeeded in firmly establishing 
the desired rate structure to the Northwest, the two 
boat lines which they had used to accomplish their 
purpose were given up by the northwestern lines and 
passed into the control of the trunk lines. This was in 
1902 or thereabouts. 

Counsel for the Twin Cities calls attention to the 
fact that the forces that compelled the establishment 
of this rate relation in 1897 have been sufficiently strong 
to keep it in effect through all the years that have fol- 
lowed, although for more than 10 years the boats, which 
were the disturbing feature in the situation, have been 
in the hands of the eastern lines. His position is that 
when the Great Northern reached Minneapolis the all-rail 
lines through Chicago were in control of transportation 
to the Twin Cities, and the water lines were under the 
influence of the eastern carriers. By filling the gap 
between the Twin Cities and the head of the lakes and 
organizing its boat line to Buffalo, the Great Northern 
was able to break into the rate situation and control 
it to the great advantage of the Twin Cities. The Soo 
line pursued the same course and aided in accomplishing 
the desired result. It is asserted that Duluth took no 
part in this aggressive fight between the eastern and 
the northwestern lines. The contest is referred to as 
a battle of the giants, which enabled the Twin Cities, 
with their geographical and commercial advantages, to 
secure and hold the position of commercial domination 
that they now have. It is contended that Duluth was 
never considered by anyone as being in the fight at all, 
but that after the battle had been won the Duluth rates 
were adjusted on the lines settled in the fight that had 
been made by the Twin Cities. 


Efforts of Twin Cities. 


Throughout the contest the efforts of the Twin Cities 
were directed toward securing (a) the same rail-lake- 
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and-rail rates from the Atlantic seaboard as the all-rail 
rate from the same territory to Chicago, (b) the same 
all-rail rate from the seaboard as to St. Louis, and (c) 
to have the rates break at the Twin Cities instead of 
breaking on the Lake Superior ports. Although suc- 
cessful for short periods in all these particulars, they 
have been able permanently to maintain none except 
the last of these contentions; the present rates go 
through the port of transshipment and break 152 miles 
inland, and this has been the case since 1897. Such 
an adjustment is unusual, because it is at the ports 
and on the banks of rivers, where a transfer is neces- 
sary, that rates ordinarily break. In other words, al- 
though the competition through the port of Duluth has 
been the strongest weapon in the hands of the Twin 
Cities in this fight for their present rate adjustment, 
the rights of the port itself have been largely over- 
looked by the northwestern lines that serve it, because 
their best interests, as they seemed to think, required 
them to devote their energies to the building up of the 
Twin Cities. 

From what has been said it is evident that the prox- 
imity of the Twin Cities to the head of the lakes has 
had and still has a material influence upon their rates; 
in several recent cases we have referred to the influ- 
ence on these rates of water competition through Duluth 
and other Lake Superior ports. Burnham-Hanna-Munger 
Dry Goods Co. vs. C., R. I. & P. Ry.’ Co., 14 I. C. C., 299; 
and in Wyman, Partridge & Co. vs. B. & M. R. R., 13 
iC. C., 258; 15 I. C. C., 577, and 19 I. C. C. 551 [Traffic 
World, Dec. 17, 1910, p. 910]. The record before us 
rather emphasizes and confirms that view. A significant 
illustration of it is that while a 60-cent scale of local 
class rates applies between Chicago and the Twin Cities, 
and while the Chicago lines on their all-rail traffic from 
the East to the Twin Cities receive divisions on a 40- 
cent scale, their revenue from Chicago on rail-and-lake 
traffic is on a scale of only 21 cents per 100 pounds. 
But the competition by water that controls the rate 
situation is in turn under the absolute control of the 
rail lines and has been for 25 years and possibly longer. 
For many years the eastern lines, being in possession 
of all the package boat companies, dominated the situa- 
tion; but for the last 15 years the control has been 
largely in the hands of the northwestern rail lines. De- 
siring to make a great commercial center at the Twin 
Cities, these roads, as heretofore explained, forced the 
present adjustment by establishing on the Great Lakes 
competing boat lines, which they surrendered only when 
the desired adjustment had become firmly fixed. But in 
turning over their boat lines to the eastern rail carriers 
the northwestern lines did not surrender their control 
over the rate situation. They are still in a commanding 
position with respect to the rate structure to the North- 
west; and the same forces that enabled them to establish 
the rate breaking point at the Twin Cities apparently are 
strong enough at this moment to enable them to continue 
to control the present level of rates at the Twin Cities. 
At the first sign of any insubordination on the part of 
the eastern lines the northwestern lines, by re-estab- 
lishing an aggressive competition on the lakes, can force 
the eastern lines to bend to their will or to fight it out. 


Rail and Lake Influence Exists. 


We conclude, therefore, that the twin-city rates are 
still under the influence of the rail-and-lake routes, even 
though that influence may now be largely potential. It 
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is true that the Canadian rail lines played some part 
in the adjustment, but it was not a controliing part 
Something is said also of the advantage of the location 
of the Twin Cities on the Mississippi River; but Mr 
Hill, of the Great Northern, is reported, in a speech 
made in 1905, to have dismissed the river as a rate-mak 
ing factor by saying that “St. Paul is the head of navi 
gation, but the river has done but little good because 
Congress has not been able to lath and plaster the 
bottom.” There can be no doubt, then, from what is 
disclosed on this record, that the competition that has 
manifested itself most strongly in the past, as it does 
to-day, is through the port of Duluth. It is this rail-and 
lake route that actually and potentially controls rates 
to the Northwest. 

Notwithstanding this fact, Duluth has practically 
been denied the benefit of its location at the head of 
the lakes. This results from several circumstances. In 
the first place, as we have explained, it was much to 
the advantage of the Great Northern—having its terminus 
at the Twin Cities—to lend its efforts to the building 
up of a great distributing center at that point. In the 
next place, Duluth had no outlet in the early days ex- 
cept through the Twin Cities. The northern part of 
Minnesota was then sparsely settled, the greater part of 
the population of the state being south and west of the 
Twin Cities. Under such conditions there was little 
inducement for building lines radiating into the state 
from Duluth. In recent years, however, great iron ore 
mines have been developed in the territory just behind 
Duluth: and this was followed by a rapid increase ot! 
population in the northern counties and by extensive 
railroad construction. Railroads now reach northern 
Minnesota by direct lines from Duluth without passing 
through the Twin Cities. The Soo line has five different 
main tracks radiating from Duluth and seems complete!) 
to have changed its policy with reference to that port. Ap 
parently its present purpose is to abandon, in favor of th: 
port of Duluth, the effort to develop traffic through the port 
of Gladstone. It is doubtful, also, whether the interests 
of the Great Northern will longer best be served by the 
continuance of its former aggressive policy in favor 0! 
the Twin Cities. In any event it is somewhat significant 
that neither the Soo line nor the Great Northern has 
filed briefs with us. Counsel for the Great Northern 
appeared at the argument rather as “the fifth wheel i! 
the controversy,” as he himself explained it, and did not 
touch upon any of these features of the case. As a matte: 
of fact, although nearly 100 rail lines were made defen 
ants to this petition, not one of them produced a wi! 
ness on the hearing to defend the rate situation of whi: 
complaint is made. On the contrary, a witness for th 
Northwestern admitted that the earnings of his line from 
the Lake Michigan ports to the Twin Cities were w! 
reasonably low and placed a burden upon other traffi 
and the general impression to be gathered from t! 
testimony of other witnesses for the carriers is t! 
they regard the Twin Cities’ rates as too low. 

Whatever may be the future policy of the Gr 
Northern and the Soo line, or the policy of other li! 
serving both Duluth and the Twin Cities, with resp 
to traffic from the East to the latter point, it is clear t 
we cannot permit them to continue a rate discriminat!)! 
that is undue. The mere bigness of the Twin Ci'°s 
cannot destroy the opportunity of Duluth. No line s« 
ing both points may unduly favor one of them at ‘'é 
expense of the other, and especially with respect (0 
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traffic moving over the same route. If the advantage of 
the proximity of the Twin Cities to the head of the lakes 
s expressed in the through rail-and-lake rates to the 
Twin Cities over any line or route serving Duluth also, 
that line or route, in fairness to Duluth, cannot fail, in 
its rates to that port, to give full expression to Duluth’s 
sition on that route and to its natural advantage as 
the head of the lakes. Nor can the fact that a relation 
of rates has been in effect for many years justify its 
ontinuance, if at this time it unduly wrongs one of the 
related communities. We not infrequently inquire into 
the origin and history of rates and of rate relations in 
order properly to interpret and to understand their sig- 
nificance; but when dealing with a rate or a relation 
of rates now in existence, and which is complained of 
is being either unreasonable or unduly discriminatory, 
we can neither justify nor condemn it on the basis of 
its origin or of the conditions surrounding the traffic in 
the past, but only on the basis of its present effect in 
the light of present conditions. Examining this rate 
structure from that point of view as developed upon the 
record, there can be no doubt, and we so find, that it is 
induly discriminatory of the port of Duluth and unduly 
preferential of Minneapolis and St. Paul and, in justice 
to Duluth and the shipping interests centered there, can- 
not longer continue. We make the same finding with 
respect to the questions raised on the intervening peti- 
tions of a number of communities that surround the 
Twin Cities and take rates based on that point. The 
present adjustment works an undue discrimination against 
them in that the twin-city rates grow out of the prox- 
imity of the Twin Cities to the head of the lake, while 
the rates to these communitiés are based on their prox- 
imity to the Twin Cities. In other words, the benefits 
of proximity to the head of the lakes is centered more 
or less on the Twin Cities and accrues to these other 
towns, not directly, and in accordance with their distance 
from the head of the lakes, but only indirectly through 
the Twin Cities. While we have not had an opportunity 
closely to examine the situation, it cannot be doubted 
that through rates to these points from the East, on 
differentials over the Duluth rates bearing a proper rela- 
tion to the Twin Cities’ differentials, would give them 
better through rates than they now enjoy. 


Relation of Duluth and Chicago. 


With reference to the relation of rates as between 
Duluth and Chicago, the salient features of the record 
have already been explained. While it is admitted in 
a general way that there is no very strong commercial 
competition between the two points, am undue discrimi- 
nation is nevertheless alleged and insisted upon through- 
out the elaborate briefs filed on behalf of the Duluth 
interests, and the allegation must be regarded as an 
issue in the case. To what has already been said touch- 
ing that phase of the record, and also as to the reason- 
ableness in and of themselves of the lake-and-rail rates 
to Duluth, it may be appropriate to add that the chair- 
man of the trunk line association, on whose report the 
differentials as between the Duluth and the Chicago rates 
Were originally adopted and put in effect, testified that 
on the basis of all the facts and conditions then avail- 
able, he created a relation in the rates, “which was rep- 
resented by a percentage of disadvantage of the Duluth 
route versus the Chicago route * * * I got the rela- 


tion which I thought was properly expressed in a _ per- 
centage of disadvantage.” 


He referred to the investiga- 
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tion then made by him as a very exhaustive study. It 
was in this way that the 6-cent differential scale was 
adopted as the basis of the Duluth rates. The same 
witness admitted that conditions had changed since that 
time, and this is abundantly confirmed by the record. 
Substantially every factor in rate making, except the 
slight disadvantage in distance, that then counted against 
Duluth has since materially changed; and when all is 
carefully considered and weighed the advantage seems 
beyond question at this time to rest with Duluth. We, 
therefore, find that any scale of rail-and-lake rates to 
Duluth in excess of the rail-and-lake rates to Chicago, 
from trunk line territory, is and for the future will be 
unduly discriminatory against Duluth and therefore un- 
lawful. We also find on the record that in and of them- 
selves the present scale of rail-and-lake class rates to 
Duluth, from trunk line and Central Freight Association 
territories, is excessive and that any class rates in excess 
of a 62-cent scale from New York will be unreasonable 
rates for the future. We have used the scale of rates 
from New York to Duluth as typical of this rate struc- 
ture; but it will be understood that we also find the 
class rates to Duluth from all other points east of the 
Indiana-Illinois state line to be unreasonable, and those 
rates for the future must be reduced so as to bear about 
the same relation to the rates from New York here fixed 
for the future as the present rates from those points 
bear to the present rate from New York to Duluth. 


Spread of Rates. 


As heretofore indicated, the spread at this time be- 
tween the Duluth rates and the twin-city rates is on a 
15-cent scale. If the twin-city rates remain where they 
are, the 62-cent scale to Duluth, which we have just 
fixed and by our order shall require the defendants to 
establish and maintain for the future as reasonable max- 
imum rates from New York to that point, will increase 
the spread to a 21-cent scale. This will also be the 
spread with respect to traffic from other points in the 
territory of origin hereinbefore described. But that will 
not meet Duluth’s demand; it insists that the rates should 
break on its wharves and that the sum of the intermedi- 
ate rates is the lowest rate adjustment that the Twin 
Cities should have. 

In support of that contention counsel for the Duluth 
interests calls attention to the fact that in September, 
1906, the state of Minnesota promulgated a maximum 
distance tariff for state traffic. Applied to the haul of 
152 miles from Duluth to the Twin Cities, this scale 
would make the following rates: 

CIAMD. écecs 1 2 3 4 5 A B C D E 

mate... .. 41.4 34.5 27.6 20.7 16.6 18.6 14.5 12.4 10.3 8.3 

But when the local authorities attempted to enforce 
these rates upon the carriers they were stopped by an 
injunction of the Circuit Court of the United States for 
the District of Minnesota, in Shepherd vs. N. P. Ry. Co., 
184 Fed., 765 [Traffic World, June 14, 1913, p. 1260], 
which is otherwise known as the Minnesota Rate case 
and is now pending on appeal in the Supreme Court of 
the United States. The defendant carriers had attacked 
that scale of rates as being confiscatory, and also be- 
cause of its alleged necessary effect on interstate rates, 
and the result of the injunction was to leave in effect 
on state traffic what are known in that state as dis- 
tributing distance rates. Under this scale the local rates 
from Duluth to the Twin Cities are as follows: 
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Although the so-called general distance rates apply- 
ing between stations in Minnesota would yield a scale 
of local rates, for a distance of 152 miles, 3 cents higher 
than the distributing distance rates, the latter, or the 
5l-cent scale above named, are the rates under which 
local traffic is now moving throughout the state of Min- 
nesota for distances of the length involved in the haul 
from Duluth to the Twin Cities. 

But the defendants here have not 
apply either the so-called reasonable maximum rate scale 
now enjoined or the distributing distance rates on traffic 
moving locally from Duluth to the Twin Cities. Just 
why is not explained of record. It is suggested that 
they regarded it as unwise to exact charges on either 
basis in the face of the 15-cent scale of differentials, 
fearing that so narrow a spread between the twin-city 
rates and the Duluth rates on through traffic could not 
be justified while they were receiving local rates on 
either of the class scales above mentioned. Whatever 
may be the true explanation, the defendants on one 
ground or another have found it expedient to establish 
a special scale of local class rates from the port of 
Duluth to the Twin Cities. That scale is as follows: 


been anxious to 


Cc D E 


Class . 
10 9 8 
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Twin Cities’ Advantage. 


It appears, therefore, that, notwithstanding the fact 
that the 41.4-cent scale, promulgated by the state com- 
mission for general application throughout the state for 
distances of 152 miles, has been challenged by the car- 
riers as confiscatory, the Duluth jobber, under the vol- 
untary act of the carriers, is now paying only a 35-cent 
scale of class rates on local shipments to the Twin Cities. 
The Duluth jobber who uses these rates for carload traffic 
must do his own loading. But the twin-city jobber, re- 
ceiving carload traffic from the East through the port of 
Duluth, does no loading at that point, the transfer from 
the boat into the car being done by the carriers. Never- 
theless, and notwithstanding these additional terminal 
costs, his through rates to the Twin Cities are based on 
differentials over the through rates by the same route 
to Duluth, as follows: 


 ct0bsoe ChAsseieone 1 S248. 9 
Differential ............ 15 13 9 6&6 4 2 
The only earnings the northwestern lines now re 


ceive on through traffic is for their service to and from 
the port, and when these differentials are considered, in 
the light of their testimony in the Minnesota Rate case, 
supra, where they declared the 41-cent scale of local 
rates to be confiscatory, strong support is lent to the 
testimony of record here to the effect .that the Great 
Northern and the Soo line deliberately adopted the policy 
of shrinking their earnings from the lake ports in order 
to build up the Twin Cities into a great trading center, 
from which these lines could have the benefit of the 
outbound distributing rates. That this was their purpose 
is further supported by the fact that, after foreing the 
eastern roads and their boat lines to join with them in 
fixing the present 83-cent scale of through rail-lake-and- 
rail rates to the Twin Cities on the 15-cent scale of 
differentials over the Duluth- rates, the western lines 


were not willing to accept the differential basis as their 
earnings from the port, but forced the lines east of the 
port to concede to them a portion of their earnings. 
Instead of the 15-cent differential basis the western lines 


THE TRAFFIC WORLD 


Vol. XII, No. 4 


demanded and now receive divisions out of the through 
rates from New York as follows: 


2 3 4 ae. 
15.6 11.5 7.8 6.3 5 


Cees %, oieaes 8h 6 sist 1 
ee 18.2 
Those divisions are a fair average of the divisions 
of the northwestern lines on class traffic from othe: 
points of origin in the territory involved. In some case 
they are as high as 22.1 cents on first class traffic, with 
corresponding divisions on the traffic of the lower classes 
In no case apparently are they less than the 15-cent 
differential scale; and it is our understanding that in 
practically all cases the divisions exceed that scale. 
The twin-city interests rest their case somewhat on 
the theory that in several proceedings before it the Com 
mission has already found the present through rates to 
the Twin Cities to be reasonable rates and is not likely 
to disturb that finding here. And in opposition to Du- 


luth’s contention that the differentials applying to the 


Twin Cities are not remunerative to the northwestern 
lines, the Twin Cities take the position that those dif 
ferentials are a part of through rates that have been 
approved by the Commission as reasonable rates to the 
Twin Cities, and that neither the public nor the Com- 
mission is therefore interested in the divisions that the 
carriers may make of the rates among themselves. Ordi 
rarily we are not concerned in the divisions of joint 
through rates, and this has been said by the Commission 
in numerous cases. The language used, however, in all 
those reports indicates that the Commission was well 
aware of the fact that the divisions of the through rates 
might be of importance, and 
might be the means of effecting undue discrimination. 
This is the case here. The factors that make up these 
through rates to the Twin Cities have been so adjusted 
by the carriers in the through route as to work an undue 
discrimination against Duluth as an intermediate com- 
munity. In other words, we regard the present spread 
between the through rates to Duluth and the through 
rates to the Twin Cities as working an undue discrimi 
nation against Duluth. That the spread is not consid 
ered even by the carriers themselves as a proper meas- 
ure of their service is evidenced by the fact that they 
do not accept the 15-cent scale of differentials as their 
earnings, but, as heretofore stated, demand and receive 
earnings out of the through rates on the basis of an 
18.2 scale. Moreover, in the case of a number of joint 
through commodity rates the western lines receive div 

sions that exceed the differentials by more than 100 per 
cent, and in some instances the divisions exceed even 
the local rates on those commodities from Duluth to the 
Twin Cities. 


in particular instances 


Through Rates Considered. 


As we have said, the present through rates from 
trunk line and Central Freight Association territories to 


the Twin Cities were considered in Burnham-Hanna 


Munger Dry Goods Co. vs. C., R. I. & P. Ry. C 
supra, and also in our several reports in Wyman, 
Partridge & Co. vs. B. & M. Ry., supra, where 


attention was given to the reasonableness of the pres: 
rail-lake-and-rail through class rates. We see no reason 
upon this record to modify the conclusions arrived a! 
in any of those cases, and the result of such a course 
would be to disturb the whole rate structure west 
Chicago. Nor do we see any grounds upon which wé 
can require the carriers to break the rates on the por 
Duluth cannot ask for anything more than reasona!)l¢ 
rates and a reasonable relation of rates as between 
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self and the Twin Cities. 
particular point is not an inherent rate right. And 
inasmuch as the rates to the Northwest under the present 
adjustment break on the Twin Cities and not on Duluth, 
neither the through rates to the Twin Cities nor the 
general rate structure to the Northwest will be disturbed 
yy a readjustment of the factors on which the twin-city 
rates are based. In this manner Duluth may be given 
a more ample recognition of its natural advantages of 
ocation at the head of the lakes. This it is clearly 
entitled to have. Whatever may have been the condi- 
tions in the past, its present large tonnage and rail 
transportation facilities, which have been developed 
wholly independently of the Twin Cities, have put Duluth 
in a position where it may rightfully demand this recog- 
nition of its favorable location. 

Upon the whole record we find that there is an 
undue discrimination against Duluth in the narrow spread 
between its through rates on traffic from the East and 
the through rates to the Twin Cities on similar traffic. 
This discrimination will be relieved in large measure 
by the reduction which we here require in the through 
rates to Duluth. When these lower rates shall have 
been put into effect the relation of rates will be as 
follows: 

New York to— 
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It will. be observed that these differentials will be 
on a 6-cent scale over the present differentials; but they 
will exceed the present divisions of the northwestern 
lines only on a scale of 2.8 cents. The maintenance of 
increased differentials for the future on traffic 
from the territories of origin involved here will to some 
extent remove the undue discrimination of which Duluth 
complains and which we find on the record to exist. As 
we have said heretofore, the class rates have been used 
throughout this report as typical of the rate structure, 
and it will be understood that the carriers are expected 
to make a similar revision as to their commodity rates. 


these 


Alleged Duluth Discrimination. 


As its third main cause of complaint Duluth pre- 
sents practically the same question that we considered 
in Commercial Club of Duluth vs. N. P. Ry. Co., 13 
I. C. C., 288, namely, the alleged discrimination against 
Duluth growing out of the free storage privileges offered 
by the western lines at their warehouses in Duluth on 
through twin-city traffic. Free storage is provided in 
their tariffs only for merchandise upon which the rail 
lines serving the port have a line haul. In other words, 
through westbound traffic to the Twin Cities, and to 
other points beyond Duluth, may be assembled at the 
port during the period of open navigation, stored there 
free of charge until the end of the closed season, and 
then move forward at the balance of the through rate. 
The Duluth merchant, on the other hand, must pay 
Storage charges when his merchandise is not removed 
from the dock warehouses within the free time pre- 
scribed under the demurrage rules. On traffic moving 
eastbound to Duluth during the period of closed naviga- 
tion the rail lines provide free storage at the port until 
the lakes open. They offer this privilege as an induce- 
ment to shippers to use the rail-and-lake routes instead 
of sending their merchandise over all-rail routes of other 
lines to the East. It is not improbable that these privi- 
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leges may result in a preference to merchants in other 
communities, and may therefore put the Duluth merchant 
at a relative disadvantage. But it is one of the class of 
discriminations which arise out of the practices of car- 
riers that cannot be considered as undue. It is one of 
the means that carriers may lawfully adopt in their 
competition with one another to secure traffic. It is an 
advantage also that the inland merchant has over the 
merchant at the port because of his location at an inland 
point reached only by a rail haul. The rail-and-lake lines 
to and from the port do not have to fight so earnestly 
for the traffic of the port, while the rail-lake-and-rail 
lines to and from inland points have shown in the 
previous case as well as in this that during certain sea- 
sons of the year the all-rail routes will be preferred by 
shippers unless a sufficient inducement is offered to them 
to use the competing water routes. This was the con- 
clusion we reached in the previous case and this record 
throws no new light on the practice and does not lead 
us to believe that any error was there made. On the 
contrary it confirms the soundness of the conclusions 
there announced. 

It does appear however that the tariff rules under 
which these privileges are accorded to shippers are 
loosely drawn and the practice under them loosely po- 
liced and that evasions and manipulations are made 
possible and actually occur. It is contended that the 
manner in which the stored freight is handled makes 
a legal compliance with the rules impossible. Nails and 
other articles that are shipped in bulk are assorted ac- 
cording to sizes by agents of the carriers and go into 
storage without reference to their point of origin and 
without reference to the boat line that carried the ship- 
ment to Duluth. They are subsequently shipped out 
without regard to the integrity of the through rate. 
Looseness of this kind in transit practices has been 
repeatedly condemned and we shall expect the western 
lines promptly to present for approval a revised code 
of rules touching these matters. 


Duluth at a Disadvantage. 


Although we have had occasion in numerous cases 
to consider individual rates to and from Duluth and 
the relation of those rates to rates to and from other 
points in the Northwest and particularly the Twin Cities, 
the position of Duluth on the rate map of that territory 
has never before been laid before us so fully as upon 
this record. In explaining Duluth’s contentions and the 
remedy it proposes, we have found it necessary to go 
into certain features of the situation at some length. 
The conclusion that we have arrived at upon a careful 
consideration of the whole record is that this rate struc- 
ture undoubtedly puts Duluth at an undue disadvantage. 
The adjustment is to some extent similar to the relation 
of rates described and condemned in Harbor City Whole- 
sale Co. of San Pedro, Cal., vs. S. P. Co., 19 I. C. C., 323 
{Traffic World, July 23, 1910, p. 162]; and there is very 
little of record here to justify its continuance except 
that it has been in effect through a long period of years 
without any very substantial protest by Duluth against 
it. In spite, however, of the adverse rate conditions un- 
der which it has labored Duluth has now reached a 
position of commercial importance that has led it to 
assert its rights, and the record shows that it is en- 
titled to some measure of relief. The reduction to a 
62-cent scale that we shall require, as above indicated, 
in the rail-and-lake class rates from New York to Duluth, 
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and the corresponding reductions that will be required 

from the other points of origin involved on the com- 

plaint, will substantially enlarge the present spread be- 

tween the rates to Duluth and the Twin Cities. 
Limit of Relief Afforded. 

This, as we have said, will not give Duluth 
relief that it demands. But on the record it is 
sible to go further. Moreover, we cannot in any event 
reduce the Duluth rates below the level of the present 
Chicago rail-and-lake rates. On the other hand, we are 
not disposed by an order to force the defendant lines 
to raise their rail-lake-and-rail rates to the Twin Cities. 
In Wyman, Partridge & Co. vs. B. & M. R. R., supra, 
we held that the Twin City rates were not unreasonably 
high; but every railroad witness who testified in this 
proceeding asserted with emphasis that they are unrea- 
sonably low. This we are inclined to think is the case. 
But we have found that the present rate relation between 
Duluth and the Twin Cities is unduly discriminatory 
against the former in that the spread is not sufficiently 
great, and also that for the future any rail-lake-and-rail 
class rates from this territory of origin to the Twin Cities 
that are differentials over the Duluth rate on less than 
the 21-cent scale will be unduly discriminatory against 
Duluth. We shall therefore enter herein an order re- 
quiring the defendants to maintain from New York the 
62-cent scale of class rates as maximum rates to Duluth 
and also to maintain to the Twin Cities, as a minimum, 
the 2l-cent scale of differentials over the Duluth rates. 
The order will be understood as requiring corresponding 
reductions for the future in the scale of class rates to 
Duluth from other points of origin in this territory, and 
the maintenance as a minimum for the future of the 
2l-cent scale of differentials in the twin-city rates over 
the Duluth rates from those points of origin. These 
phases of the case can be controlled by an order and 
the changes in rates required will cause no material 
disturbance of the general rate adjustment to the North- 
west. But we have also found that the intervening com- 
munities are entitled to some relief, their present rates 
being based on their proximity to the Twin Cities in- 
stead of their proximity to the head of the lakes. This 
has been the case for many years, and a readjustment of 
their relation of rates probably will require a complete 
recasting of the entire rate system. On the whole, we 
are not prepared in the order to be entered at this time 
to embrace that feature of the case. We shall require 
the carriers, however, to submit to us on or before October 
1 next some plan by which the undue discriminations 
against the intervening communities may be removed. 
It is clear that if the twin-city rates, as is insisted, are 
based on water competition through Duluth the proximity 
of the adjacent towns to the head of the lakes cannot 
be wholly disregarded. 

Violations of the fourth section of the act are alleged 
in the complaint in that the combination of rates from 
points in Michigan, Ohio and western Pennsylvania make 
lower than the through rates now in effect. At the 
hearings the carriers presented no defense of any such 
rate adjustment, and they will be expected to remove 
these discriminations before October 1, 1913. 

An order will be entered to give effect to the findings 
of this report. 


all the 
im pos- 


ORDER. 


1. This case being at issue upon complaint and 


answers on file, and having been duly heard and sub- 
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mitted by the parties, and full investigation of the ma 
ters and things involved having been had, and the Com 
mission having, on the date hereof, made and filed 
report containing its findings of fact and conclusion 
thereon, which said report is hereby made a part hereot 
having found that the present rail-and-lake clas 
for the transportation of traffic from points east 
of the Indiana-illinois state line to Duluth, Minn., ar 
unjust and unreasonable; and having found that th 
present class rates of defendants for the rail-and-lak: 
transportation of traffic from said points east of the Ind 
ana-lllinois state line to said Duluth as compared wit! 
the class rates contemporaneously charged for the trans 
portation of traffic from the same points of origin to 
Minneapolis and St. Paul, Minn., rail-lake-and-rail, giv 
undue and unreasonable preference and advantage to 
said St. Pau] and Minneapolis, and to the shippers thereat, 
and subject the complainant, the said city of Duluth and 
shippers thereat, to undue and unreasonable prejudice 
and disadvantage in respect to such traffic, in violation 
of the Act to regulate commerce; and having found that 
the present class rates of defendants for the rail-and-lake 
transportation of traffic from points of origin in trunk 
association territory to said Duluth as compared 
with the class rates charged for the transportation ot! 
traffic from the same points of origin to Chicago, IIl., 
lake-and-rail, give undue and unreasonable preference and 
advantage to said Chicago and to the shippers thereat 
and subject the complainant, the said city of Duluth and 
shippers thereat, to undue and unreasonable prejudice 
and disadvantage in respect to such traffic, in violation 
of the Act to regulate commerce: 

2. It is ordered, That the above-named defendants, 
according as they participate in the transportation, be 
and they are hereby notified and required to cease and 
desist, on or before Oct. 15, 1913, and for a period of 
two years thereafter to abstain, from charging, demand 
ing, collecting or receiving for the rail-and-lake trans 
portation of traffic from the points of origin described 
in paragraph 1 hereof to Duluth, Minn., their present 
class rates; and to cease and desist on said date, and 
for a period of two years thereafter abstain, from said 
undue and unreasonable prejudice and disadvantag: 
against said Duluth and said undue and unreasonable pret! 
erence and advantage in favor of Chicago, Ill, and St 
Paul and Minneapolis, Minn. 

3. It is further ordered, That said defendants, ac 
cording as they participate in the transportation, be, and 
they are hereby, notified and required to establish on 
or before Oct. 15, 1913, upon notice to the Interstate 
Commerce Commission and the general public by not 
less than five days’ filing and posting in the manne! 
prescribed in section 6 of the Act to regulate commerce, 
and for a period of two years after Oct. 15, 1913, to 
maintain and apply to the rail-and-lake transportation 0! 
traffic from New York, N. Y., to Duluth, Minn., 
rates which shall not exceed the following, in cents pcr 
100 pounds: 


and 
rates 


line 


class 


I 3S aint ba 1 2 3 4 5 
Rates ...... 62 54 41 30 25 21 
And the rail-and-lake class rates from all other points 


east of the Inciana-Illinois state line to Duluth shal] bear 
the same relation to the rail-and-lake rates from New 
York here fixed as the rail-and-lake rates from those 
points have heretofore borne to the rail-and-lake raics 


from New York to Duluth. 
4. It is further ordered, That said defendants, 
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cording as they participate in the transportation, be, and 
they are hereby, notified and required to establish on 
r before Oct. 15, 1913, upon statutory notice to the 
nterstate Commerce Commission and the genera] public 
filing and posting in the manner prescribed in section 
of the Act to regulate commerce, and for a period of 
vo years after Oct. 15, 1913, to maintain and apply to 
the transportation of traffic from said points of origin 
trunk line association territory described in paragraph 
hereof, to Duluth, Minn., rail-and-lake class rates which 
shall not exceed the rail-and-lake class rates in force 
er their lines for the transportation of traffic from said 
points of origin to Chicago, IIl. 

5. And it is further ordered, That said defendants, 
according as they participate in the transportation of the 
traffic, be, and they are hereby, notified and required to 
stablish, on or before Oct. 15, 1913, upon statutory notice 
) the Interstate Commerce Commission and to the gen- 
eral public, by filing and posting in the manner pre- 
scribed in section 6 of the Act to regulate commerce, and 
yy a period of two years after Oct. 15, 1913, to maintain 
and apply to the rail-and-lake transportation of traffic 
rom said points of origin described in paragraph 1 hereof 
to Duluth, Minn., class rates that shall be less than the 
rail-lake-and-rail class rates contemporaneously in force 
over their lines for the transportation of traffic from said 
points of origin to St. Paul and Minneapolis, Minn., by 
not less than the following differentials, in cents per 100 


pounds: 


Class 


REPARATION ON STEAM COAL 


CASE NO. 4974 
(27 I. C. C. Rep., P. 


OPINION NO. 2391 
661.) 


VICTOR MANUFACTURING CO. ET AL. VS. SOUTH- 
ERN RAILWAY CO. 
No. 4974 (Sub-No. 1). 

ENAREE MANUFACTURING CO. ET AL. VS. LOUIS- 


VILLE & NASHVILLE RAILROAD CO. ET AL. 


Submitted May 17, 1913. Decided June 16, 1913. 
Reparation awarded on account of unreasonable rates charged 
for the transportation of steam coal in carloads from the 
Coal Creek region in eastern Tennessee and other coal 
regions grouped therewith to Spartanburg, S. C., and other 
points grouped therewith. 


William A. Wimbish for complainants. 
Claudian B. Northrop for Southern Railway Co. 
William A. Northcutt for Louisville & Nashville Rail- 
road Co. 
Report of the Commission. 


MEYER, Commissioner: 

Complainants in this proceeding are consumers of 
steam coal, mainly cotton manufacturers, located at points 
grouped with or relative to Spartanburg, S. C. The main 
complaint is directed against the Southern Railway Co. 
and asks for reparation on payments made for shipments 
of coal from the Coal Creek region in eastern’ Tennessee 
and other coal regions grouped therewith. Sub-complaint 
No. 1 is directed against the Louisville & Nashville Rail- 
road and connecting carriers, for reparation on shipments 
from the same and related coal producing regions to the 
Same destinations, the rates from Louisville & Nashville 
sroups Nos. 1, 2 and 3 being the same as from Southern 
Railway groups Nos. 7, 8 and 9, respectively. Both com- 
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plaints allege that the charges exacted were unjust, un- 
reasonable and excessive to the extent of 10 cents a ton, 
and pray for reparation upon that basis. 

In Black Mountain Coal Land Co. vs. S. Ry. Co., 15 
I. C. C., 286, the Commission decided that the Black 
Mountain-Appalachia district of Virginia should not take 
a differential higher than 25 cents over the Coal Creek 
district of Tennessee on coal destined to Carolina points 
north of a line drawn from Augusta, Ga., to Charleston, 
S. C. This order was complied with by fixing the rate 
to Spartanburg, S. C., from the Coal Creek district at 
$1.80, a reduction of 5 cents from the rate formerly in 
effect, and from the Virginia fields at $2.05. The rates 
to the other Carolina points grouped with and relative 
to Spartanburg were changed accordingly. In Andy’s 
Ridge Coal Co. vs. S. Ry. Co., 18-I. C. C., 405 [Traffic 
World, May 21, 1910, p. 642], the Commission decided 
that the rates from the Coal Creek fields to Georgia and 
to Florida territories unduly discriminated against com- 
plainants in favor of the Virginia mines and ordered the 
then existing differential of 25 cents over Coal Creek 
to be increased to 35 cents, refusing, however, to increase 
the 25-cent differential to Carolina points. To establish 
the 35-cent differential to Georgia and Florida territory 
defendant could either have increased the rates from 
Virginia & Southwestern fields 10 cents or decreased 
the rates from Coal Creek 10 cents. The former course 
was adopted, and at the same time the rate from Coal 
Creek to Carolina territory was increased 15 cents, re- 
ducing the differential to 10 cents, and still complying 
with the order in the Black Mountain case, supra, which 
said that the differential should not exceed 25 cents. 

This increase of 15 cents in the rate from the Coal 
Creek region to Carolina points was complained of in 
the Victor Manufacturing Co. case, decided in 21 I. C. C., 
222 [Traffic World, July 8, 1911, p. 82], where the Com- 
mission held that this advance was unjust and unrea- 
sonable and in violation of the Act to regulate commerce 
in so far as it exceeded 5 cents a ton. The order in 
that proceeding was nominally limited to Spartanburg, 
but the report dealt with the Spartanburg group. Fol- 
lowing this decision, the Southern Railway Co. decreased 
the rate not only to Spartanburg, but also to all Carolina 
points which were grouped with Spartanburg. Complain- 
ants now allege that reparation should also be granted 
upon shipments to the other Carolina points in the Spar- 
tanburg group, which were subjected to the same uniform 
rise and decline in rates after the decisions in the Andy’s 
Ridge case, supra, and the original Victor Manufacturing 
Co. case, supra, respectively. 

It is contended on behalf of defendants that because 
the distance to the points here in controversy is greater 
than to Spartanburg, the rate which prevailed at the 
time complainants’ shipments moved were not unreason- 
able and that, despite their subsequent reduction, in line 
with the reduction to Spartanburg ordered by the Com- 
mission, no reparation should be awarded. The distance 
from Coal Creek to Greenville, S. C., for instance, is 37 
miles greater than to Spartanburg. To both points the 
rate before the decision in the original Victor Manufac- 
turing Co. case was $1.95, which was subsequently re- 
duced to $1.85. Defendants allege that to Greenville, be- 
cause of the additional haul, the rate of $1.95 was rea- 
sonable, and that consequently even though the Com- 
mission held that rate unreasonable to Spartanburg, that 
determination is not conclusive as to Greenville. There 


are a number of points which, like Greenville, have al- 
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ways taken the Spartanburg rate, and others a little 
farther distant which have always taken a rate related 
to the Spartanburg rate. 

Although our order in the original Victor Manu- 
facturing Co. case, supra, was confined to Spartanburg, 
our conclusions, as is apparent from the report, were 
not based upon a consideration of the rates to Spartan- 
burg alone, in and of themselves, but to the entire group 
of which Spartanburg is a representative point; and con- 
sequently the action of the Southern Railway in reducing 
the rates to these points, in line with the reduction to 
Spartanburg, was in full compliance with the order. All 
of the considerations which led to the decision that the 
rate of $1.95 to Spartanburg was unreasonable apply 
with equal force to the rates which were contempo- 
raneously in effect to the points based upon and related 
to Spartanburg. In the original Victor Manufacturing Co. 
case, supra, at 226 and 227, the Commission said: 


wal, 


Evidence was introduced tending to show that the cost of 
transportation generally had increased, but nothing was offered 
to show to what extent such increase applied to transportation 
from Coal Creek. Our opinion in the Andy’s Ridge case did say 
that most of the condition which theretofore had justified the 
differentials involved in that case had been eliminated by the 
construction of new and shorter lines, cut-offs, etc., and that a 
future readjustment of rates doubtless would become necessary. 
However, the defendants have misconstrued our report if they 
infer that we regard an advance in the Coal Creek-to-Spartan- 
burg rate the proper method of accomplishing the readjustment. 

In arriving at the rate of $1.85 to Spartanburg we 
considered the rate per ton per mile for the average 
distance to the group taking the Spartanburg rate as well 
as to Spartanburg. Distance is, of course, a factor to be 
considered in determining the reasonableness of rates, 
and when rates are constructed upon this basis and other 
things are equal it may become a very important factor. 
When, however, as in this case, rates are constructed and 
maintained upon the group system and the subject mat- 
ter is a heavy commodity like coal, and the differences 
in distance are relatively inconsiderable, such differences 
do not of themselves compel differences in rates. The 
testimony of defendant’s traffic officials in the present 
proceeding is that these rates are not made upon a mile- 
age basis, but that they have always been published as 
group rates. The rates to the points herein involved 
are group rates and must be considered from that stand- 
point. oS 

Defendants call attention to the rates established and 
the differentials maintained for comparatively short addi- 
tional hauls in Union Tanning Co. vs. S. Ry. Co., 25 I. C. 
C., 112. In that case the Commission reduced the differ- 
ential between Morganton and Canton, N. C., in rates 
from the Appalachia and Dante fields of Virginia, from 
55 to 35 cents, and between Old Fort and Canton, N. C., 
from 25 to 5 cents. Canton is 18 miles west of Asheville, 
N. C., and has always taken the Asheville rate. Old 
Fort is 30 miles and Morganton 62 miles east of Asheville. 
A differential, however, had always been maintained by 
the Southern Railway Co. between these points, not only 
as to coal coming from Virginia fields, but also as to 
coal originating at Coal Creek, Tenn., published in the 
same tariffs which group the South Carolina points. Fur- 
ther comparisons were made of the rates in effect when 
complainants’ shipments moved with rates for similar 
hauls in other parts of the country. However, to deter- 
mine the reasonableness of rates to a group or blanket 
covering a considerable area, comparisons should be 


made with the average distance to the group rather than 
with distances and rates to particular points within the 
group. 


It is evident that the carriers themselves have 
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considered that certain economic conditions exist which 
require the grouping of these various points with Spar- 
tanburg or relative to Spartanburg, and the Commission 
must also recognize these same economic conditions i: 
determining the reasonableness of the rates which pre 
vailed to the various points within the group. 

In view of all the facts before us, we believe that 
the charges exacted on the shipments sex forth in No. 
4974, Victor Manufacturing Co. vs. Southern Ry. Co, 
were unjust, unreasonable and excessive to the extent 
of 10 cents per ton, and that reparation should be awarded 
upon that basis. A check has been made by the Southern 
Railway of the Shipments upon which reparation is asked 
in No. 4974, and an agreement has been reached fixing 
the total amount of excess charges at $3,919.55. An 
order will be entered awarding reparation to complain 
ants in this amount, with interest from the date of the 
last shipment. 

The Louisville & Nashville Railroad was not a de 
fendant in the original Victor Manufacturing Co. 
It has a circuitous route, through Atlanta, Ga., from the 
fields to the destinations herein involved. 

the Louisville & Nashville 
Southern to South Carolina 


case 


Tennessee coal 
It has been the practice of 
to meet the rates of the 
points, accepting a comparatively low division for its part 
When the Southern raised 
and lowered 
the original Victor 


of the haul as far as Atlanta. 
its rates after the Andy’s Ridge 
them again after the decision in 
Manufacturing Co. case, the Louisville & Nashville did 
likewise. It is argued on behalf of the Louisville & 
Nashville and its codefendants in No. 4974 (Sub-No. 1), 
that since their route is circuitous the rates in and of 
themselves have always been reasonable. However, thos: 
complainants who bought coal from mines located on 
the Louisville & Nashville to be shipped via that line 
will find themselves at a disadvantage unless carriers 
are permitted to make reparation upon the basis awarded 
in No. 4974. They had every reason to believe that thei: 
rates would be as advantageous as those in effect from 
Southern Railway mines. It has been the practice of 
the Louisville & Nashville to maintain the Tennessee 
mines located on its line upon a basis of equality with 
those located on the Southern in rates to South Carolina 
points. For these reasons we believe that the Louisville 
& Nashville and codefendants should be permitted to 
make reparation on the shipments involved in No. 4974 
(Sub-No. 1) on the basis prayed for. No order will be 
entered awarding reparation, but the defendants in 4974 
(Sub-No. 1) will be allowed on application to the Inter- 
state Commerce Commission to make reparation on the 
awarded in No. 4974. 


decision, 


basis as 


ORDER. 

It appearing, That in 21 I. C. C., the 
sion rendered its report in the above-entitled proceeding, 
which report is hereby referred to and made a part 
hereof; and this case now coming on for consideration 
in regard to the question of reparation involved thereit, 
and the Commission having, on the date hereof, made 
and filed a report containing its findings of fact and 
conclusions thereon, which report is hereby referred to 
and made a part hereof: 

It is ordered, That the above-named defendant De, 
and it is hereby, authorized and directed to pay  1t0 
each complainant named in the following table the sum 
therein stated opposite its name under the column he’ ded 
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thereon at the rate of 6 per cent per annum from the 
date stated opposite each complainant’s name under the 
olumn headed “date of last shipment,” as reparation on 
ecount of a rate charged for the transportation of various 
hipments of coal from the Coal Creek region in eastern 
Tennessee and other coal regions grouped therewith to 
the points in South Carolina named under the column 
eaded “destination,” which rate so charged has been 
ound unreasonable, as more fully and at large appears 
n and by said reports of the Commission, said table be- 
ng as follows: 


Weight, 


Complainant. pounds. 
Victor BERR CUIIINE CO... ocd one ctidaweiaseciecs 9,598,800 
A FR Sic ks co cake etaee> + Oame 281,000 


3,495,200 
1,788,500 


NOW GRD BE ck Ceccicsdecocctvadiveci 
Pelset BeGEROLerIme CO. i occcranccnecsgcacese 


VSG 2 tices eee eed ee ake bens 990,250 
LISDGGE Gey NE Dis indies 6 dn ko 530 tee bed Cae 2,710,800 
ANOe Fe oon Pee oh6 ks sop ekic sire REC eC eecdaee 850,400 
iam, SI an os, oe ok oe ob bow eeewesenaveves 2,650,300 
Oy ee NS rs ci daw ec cpa dave weaeecek es 255,300 
EE eh el ig Cee cas eee oa ene 2,416,500 
CUED, GEN) Dice ddvevacidcceiosveresicans 2,864,600 
Piedmont Manufacturing Co. ........-eeseeeees 3,251,100 


ROG CED ENED oo dws o <-cvnce cel beeseebeveete 339,100 
ER oe bint d din wean dhendese be ceal 162,800 
Grooms S00 Ge Puel CO... ccccccccostetsens 3,052,000 
DOE. 4.2 5 GES bs vos clea sccvesvaebeeaie 4,891,500 
Ware Shoals Manufacturing Co................ 4,457,700 
Gattney, Deeenetire CO. oc os nieccsccnsccasaes 1,178,600 
PYRG HEE ois ba oe eek caw deo cedosceuwecdavas’ 4,745,300 
PN a a is le lara « o ariiak Snug toda 3,358,000 


REACTS Te GO hc cccceBaveccscebves 5,510,900 


Ce ee | rn ee een oe 4,261,300 
ED oes oS eu Soe Rech Use 6 eee eee bedtcae bees 1,013,100 
SNEED, a o'sn Gl ude SGaobn on cab bie cwtheade aan 54,700 
Glenn Lowry Manufacturing Co................ 959,900 
Highland Park Manufacturing Co. ............ 467,000 


SE DED sens deanna sete shiebaessob.ctewest 129,300 
Chiquola Manufacturing Co. ........e-scceveces 466,600 
GEE PO, IES. ccciiccecsoccteveocacedbes 9,836,100 
BECOTOO Tee Ee bo 6 bk ba bin 00 o wwe ebb dic dine 1,300,200 
Graniteville Manufacturing Co. ..............+.. 1,047,400 


TRANSFER CHARGES REASONABLE 
CASE NO. 5395 OPINION NO. 2392 
(27 I. C. C. Rep., .P.. 666.) 

HAMPTON MANUFACTURING CO. VS. OLD DOMINION 
STEAMSHIP CoO. ET AL. 

1913. Decided June 20, 1913. 


Charges for the transfer in transit, at New York, N. Y., of 
certain less-than-carload shipments of iron columns from 
Hampton, Va., to Kings Park, Long Island, N. Y., and 
from Kings Park to Hampton on return movements, not 
shown to have been unreasonable. Reparation denied and 
complaint dismissed. 


Submitted May 1, 


George A. Blackmore for complainant in person. 
George Butler for Old Dominion Steamship Co. 
A. L. Langdon for Long Island Railroad Co. 


Report of the Commission. 


BY THE COMMISSION: 

Complainant, George A. Blackmore, is engaged in 
the foundry business at Hampton, Va., under the name 
of the Hampton Manufacturing Company. By petition, 
filed Dec. 26, 1912, he assails as unreasonable the charges 
collected by defendants for the transfer in transit, at 
New York, N. Y., of certain less-than-carload shipments 
of iron columns from Hampton, Va., to Kings Park, Long 
Island, N. Y¥., and from Kings Park to Hampton on re- 
turn movements. Reparation is asked in the sum of 
$18.65. 

In July, 1910, complainant made six less-than-carload 
shipments of iron columns from Hampton to Kings Park, 
Via the line of the Old Dominion Steamship Co. from 
Hampton to Pier 26, North River, New York; thence 
by the steamship company’s truck across the city of 
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New York to Pier 22, East River; and thence by the 
Long Island Railroad to destination. The shipments were 
refused by the consignee and returned to the shipper via 
the Long Island Railroad to Pier 22, East River; thence 
by the Meade Transfer Co., a local concern, to Pier 26, 
North River; and thence by the Old Dominion Steam- 
ship Co. to Hampton. The rate charged between Hamp- 
ton and New York was 15 cents per 100 pounds, and be- 
tween New York and Kings Park, 13 cents per 100 
pounds. There were further charges of 4 cents per 100 
pounds by the Old Dominion Steamship Co. for trans- 
ferring the shipments across New York City om the for- 





Date of last Repara- 
Destination. shipment. tion. 

RE 5 a ee ee eee Oct. 18, 1911 $479.90 
SMM, Oh os 6 cc ca wh acecnhae Jan. 28, 1911 14.05 
ROGUMOne is Ge Ci cake cnbesadacvews Feb. 17, 1911 174.76 
PS a i on gt eae aaa ca Aug. 16, 1911 89.40 
SO EE ev cee dude content Feb. 14. 1911 50.04 
pe ES oS aa ee ree ee Apr. 25, 1911 135.54 
M.S an Oso sib oie gnc esos 646s Aug. 24, 1911 42.52 
DTT SES, divs cede ualecs dah’ dbs Aug. 22, 1911 132.50 
pO ee eee Dec. 8, 1910 2.77 
EE, I NS ocd ckvcteebaawes Sept. 27. 1911 120.82 
CNL “MERGE, | o's 5 a 8a Wcie etas 0 ee Mar. 25, 1911 143.23 
eS Oe ccs ecdbneeha aa mad Aug. 16, 1911 162.55 
Pe See ee. Ce ei csi inc ctdwc bat July 7, 1911 16.95 
oe a ere ere Nov. 1, 1910 8.14 
CPs Wy Ses ced oes cbcuEROeces Oct. 10, 1911 152.60 
Spartanburg, B. Co. .cecc cede cscs Oct. 5, 1911 244.58 
Wes en I Se cas venaee Sept. 18, 1911 222.78 
SG ae Ga vad rp oCunweecc cent Aug. 4, 1911 58.93 
att ita ss cctratleo timed cite + tate Oct. 10, 1911 237.27 
Pe ts. knee cctnc we nebesua Sept. 28, 1911 167.90 
Groene, BE. éoctowitedeadsased Mar. 27, 1911 275.54 
GR Paw be a adenedk ene Sept. 28, 1911 213.07 
ee ae Ut Was vtec i vecude bes Nov. 16, 1910 50.66 
EE intriicins dp tik skabib cia Aug. 22, 1910 2.74 
WINE Me Stes nc ccccdcudccobews Jan. 20, 1911 48 00 
po RS eee ere eee Aug. 22, 1911 23.35 
EE TE Eni pontnbencan ena e Jan. 24, 1911 6.46 
Po ie es ee re Sept. 1, 1910 23.33 
I bitline. 0 tin cins teapen Oct. 13, 1911 491.80 
Ee Ts Sain 55.10.2400 50080006 Aug. 26, 1911 65.00 
Gramitevidte; Boiss Sicccstens Sept. 13, 1911 52.37 


ward movements, and of 8 cents per 100 pounds by the 
Meade Transfer Co. for a similar service on the return 
movements. The total weight of the shipments was 
15,555 pounds, and the transfer charges for the forward 
movements amounted to $6.21, and for the return move- 
ments to $12.44. The complaint involves only these 
transfer charges. The claim was first filed with the 
Commission Aug. 24, 1911. 

There was no joint rate applicable to the traffic in 
either direction at the time the shipments moved. The 
Old Dominion Steamship Co. had no tariff on file with 
this Commission for the transportation from Hampton 
to New York, or for the transfer charges from its pier 
on the North River to Pier 22, East River. A tariff con- 
taining the rate of the Long Island Railroad Co. between 
New York and Kings Park was filed, but said company 
had no tariff for the transfer charges from Pier 22, 
East River, to Pier 26, North River. The return move- 
ments occurred in August, 1910, and effective Aug. 1, 
1910, the Old Dominion Steamship Co.’s tariff, I. C. C. 
No. 636, contained a rate of 15 cents per 100 pounds 
applicable -to the traffic from New York to Hampton. It 
thus appears that for the charges for the forward move- 
ments from Hampton to New York, and for the transfer 
charges across the city of New York in both directions, 
there was no tariff shipments. The billing shows that 
the shipments were through shipments. They were so 
recognized by both the shipper and the carriers. 


The Old Dominion Steamship Co. claims that its 
tariff, I. C. C. No. 490, Supplement No. 10, covered its 
transfer charges at New York, but the tariff referred to 
was merely an absorption tariff, “not to be used in mak- 
ing through rates,” and was not applicable to traffic that 
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originated at Hampton or Norfolk, Va. The tariff of 
the Long Island Railroad Co. contains a provision to the 
effect that shipments to Pier 22, East River, to be for- 
warded from New York City via rail or water lines, 
unless otherwise specified on shipping orders, will be 
delivered to the Meade Transfer Co. for transfer at their 
published rates to such other lines, and that if shippers 
transfer made by another party they must 
so specify on the shipping orders. The record clearly 
indicates that the Meade Transfer Co. acted as the 
agent of the Long Island Railroad Co. in transferring 
the return shipments at New York City. 

There are with the record what purport to be dupli- 
cates of the bills of lading covering the several ship- 
ments from Hampton to Kings Park, signed by the agent 
of the Old Dominion Steamship Co., in each of which 
a through rate of 28 cents is named. As already stated, 
there was no joint through rate, and of this fact com- 
plainant’s agent was fully aware when the shipments 
were made. The insertion in the several bills of lading 
of a through rate of 28 cents was based merely upon in- 
formation, supposed to be correct, that the water rate to 
New York was 15 cents and the rail rate beyond New 
York 13 cents. The agent added the two together and 
inserted the result in the bills of lading as a through 
rate. It is not claimed that either the 15-cent charge 
or the 13-cent charge was unreasonable. 

In Memphis Freight Bureau vs. K. C. S. Ry. Co., 17 
I. Cc. C., 90, we held that where a transportation serv- 
ice has been rendered for which there was no tariff 
authority the Commission has jurisdiction to determine 
what was a reasonable charge for the service, and, if 
the carrier has collected from the shipper more than 
such reasonable charge, to order the repayment of the 
excess. This was upon the principle that the authority 
of the Commission to award damages extends only to 
such damages as accrue from violations of the act, and 
it was said there could be no damages in any proper 
sense unless the shipper was compelled to pay more 
than a reasonable charge for the service in question. 
See also Goldenberg vs. Clyde S. S. Co, 20 L C. C,, 
527 [Traffic World, Apr. 22, 1911, p. 719]. The same 
principle is applicable to the instant case, and the ques- 
tion is whether the charges in dispute were reasonable. 


wish such 


The iron columns contained in the shipments each 
weighed over 700 pounds, and considerable labor and ex- 
pense were involved in their transfer at New York. The 
evidence does not show that the charges for the service 
in either direction were exorbitant or unreasonable. It 
is true the charges for the return transfer were in each 
instance higher than for the forward movement, but in 
explanation of this it was testified that the latter charges 
were abnormally low, and nothing was produced by com- 
plainant to the contrary. The shipments consisted of 
from two to four iron columns each, and the highest 
return transfer charge was $2.37 for four colunms of the 
aggregate weight of 2,960 pounds. The distance across 
New York City, from Pier 22, East River, to Pier 26, 
North River, is over a mile, and the service involved 
unloading and reloading at each pier in addition to cart- 
age across the city. 

Upon consideration of all the facts of record we are 
unable to find that the charges complained of were un- 
reasonable. Accordingly we hold that complainant is 
not entitled to the reparation claimed and the complaint 
will be dismissed. 

In view of the situation disclosed by the record we 
deem it proper to state with emphasis that these carriers 
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cannot engage in through transportation of this kind 
without the publication of definite and specific rates, in 
cluding all the services incident to the through move. 
ment, open alike to everybody, fixed, and not depend 
ent in part upon the varying charges of some transfer 
company not subject to the law. 

It is obvious that the Old Dominion Steamship Co. 
failed to comply with the law by its omission to have 
on file a tariff covering the charges collected for the 
forward movements from Hampton to New York, and 
that said company and the Long Island Railroad Co. have 
both failed to comply with the law by their omission 
to file tariffs to cover charges for transfer in transit at 
New York of through shipments of the character here 
involved between Hampton, Va., and Kings Park, Long 
Island, N. Y. 


RATE ON POLES AND PILING 


CASE NO. 4053 OPINION NO. 2393 
(27 I. C. C. Rep., P. 669.) 


CALIFORNIA POLE & PILING CO. ET AL. VS. SOUTH 
ERN PACIFIC; FRANK L. McGILLIAN ET AL. VS. 


SAME, 
No, 4266 (Sub-Nos. 1 and 2). 
R. B. SWAYNE, INCORPORATED, VS. SAME. 
Submitted Feb. 15, 1913. Decided June 19, 1913. 

Rates on poles and piling which exceed by $1 per ton rates or: 
lumber from points in Oregon to stations on defendant's 
lines in California not found unreasonable. Complaints 
dismissed. 

J. O. Bracken for complainants. 


George D. Squires, H. A. Scandrett, F. C. Dillard, C 
W. Durbrow and James G. Wilson for defendant. 


Report of the Commission. 
BY THE COMMISSION: 

By petition, filed April 27, 1911, in Docket No. 4053, 
the California Pole & Piling Co., a corporation having 
its office at San Francisco, Cal., and C. F. Walker, whose 
principal place of business is at Cottage Grove, Ore., 
alleged that unreasonable rates were charged by defend 
ant for the transportation of 78 carloads of poles and 
piling in 1909, 1910 and 1911 from points in Oregon to 
points in California. These rates exceeded by $1 per 
ton the lumber rates in force between the same points 
Discrimination between localities was also alleged, in 
that no higher rate was eharged by defendant on poles 
or piling than on lumber from these points of origin to 
points of destination on its lines in Arizona, New Mex 
ico and Utah. 

This case was originally heard July 3, 1911, and in 
the Commission’s decision of Feb. 12, 1912, 22 I. C. C., 
507, an award of reparation was made to complainants 
Defendant filed a motion for rehearing, which was 
granted, and the orders theretofore entered were set 
aside on June 3, 1912. Rehearing was had Oct. 14, 1912, 
and the whole record is now before us for determination 

By petitions in Dockets Nos. 4266, 4266 (Sub-No. |) 
and 4266 (Sub-No. 2), filed, respectively, July 24, Nov. 
14 and Nov. 28, 1911, like allegations are made by tlie 
respective complainants, California Pole & Piling Co. and 
C. F. Walker (jointly), Frank L. McGillan and R. 
Swayne, Incorporated (jointly), and R. B. Swayne, I[n- 
corporated. The three petitions relate to various ship 


ments of poles and piling from Oregon to California 
points, and at the respective hearings counsel agreed 
that they should be considered and determined upon tlie 
record in No. 4053. 
argued together. 


All these cases were briefed aid 
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Carload rates from Portland to San Francisco were 
$5 per ton on lumber and $6 per ton on poles and pil- 
ng, and the differential of $1 was maintained whether 
the particular shipment originated north or south of 
Portland, or was destined to California points other than 
San Francisco. Most of these shipments originated at 
Portland or were billed into Portland on local rates 
and thence rebilled to destination. A majority of desti- 
nation points took the San Francisco rate, but to a few 
nore distant points higher rates per ton applied, based, 
iowever, on the Portland-San Francisco rate of $6 on 
poles and piling. 

Complainants contend that poles and piling are un- 
manufactured products of which lumber is a manufac- 
tured product; that it is the general practice of carriers 
to apply the same rate on the two articles and that de- 
fendant follows this custom elsewhere on its lines; that 
poles and piling are loaded and unloaded more quickly 
than lumber, thereby releasing equipment promptly, and 
that no claims for_loss and damage result from this 
traffic. At the rehearing testimony was introduced by 
complainants to show discrimination in rates between 
round mining timbers and poles and piling, in that the 
lumber rate ($5 per ton) is applied to mining timbers, 
whereas these commodities are alleged to be substan- 
tially the same. 


Defendant maintains that water competition at Port- 
land determines rail rates on poles and piling as well as 
on lumber; that in order to share in the traffic it must 
provide a low rate of $5 on lumber; and because com- 


petition is somewhat less keen on poles and piling, it 
is enabled to apply thereto a rate $1 per ton higher than 
the lumber rate. It urges that the $6 rate is a com- 


pelled one, and less than would apply were water com- 
eliminated; and that it is not an unreasonable 
In explanation of the higher rate on poles and 
piling, it is stated that these commodities can only be 
loaded on one kind of equipment, namely, flat cars, and 
this condition necessitates a large northbound movement 
of empty cars, whereas lumber may be loaded on prac- 
tically all kinds of cars; that lumber loads heavier than 
and piling; that because of heavy grades and 
sharp curves on the route of movement loads of poles 
and piling shift and need readjustment en route, thereby 
causing an additional expense for inspection and labor, 
which does not obtain to the same extent upon cars of 
lumber. With regard to competition, it is claimed that 
water carriers do not care to handle less than cargo lots 
or full deck loads, because poles and piling are apt to 
shift and damage other freight. It is stated that rates 
via water apply by measurement ascertained by squaring 
the larger end of the pole, multiplying by the length 
and dividing by 12 to get board measure, whereby it 
results that a greater charge is made on poles and piling 
than on lumber, even though the same rate per 1,000 
board feet is applied. 

It may be said without dispute, that competition is 
active in this territory between rail and water carriers 
With respect of poles and piling as well as lumber. Defi- 
hite figures are not given as to the comparative amount 
of either commodity moved by water. It is in evidence. 
however, that, via rail, poles and piling constitute less 
than 4 per cent of the lumber tonnage. It does not ap- 
pear that the two commodities compete with one an- 
other, and therefore it does not follow that there is 


petition 


rate, 


poles 


undue discrimination between them merely because the 
are different. 


rates 
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Complainants’ case is predicated largely on the 
former decision, based on the facts then of record, that 
a rate on poles and piling higher than the rate on lum- 
ber was unwarranted. However, no universal rule to this 
effect has been announced by the Commission. We 
believe that in this case, in view of the different circum- 
stances and conditions affecting the transportation of 
these commodities, it does not follow that the rate on 
poles and piling from Portland to San Francisco is nec- 
essarily controlled by the lumber rate; and, therefore, 
the question to be determined is whether the rate on 
poles and piling is unreasonable. 

The short-line distance from Portland to San Fran- 
cisco is 746 miles. but the usual route of- movement of 
these commodities is through Dumbarton, Cal. a dis- 
tance of 829 miles. The ton-mile revenue via the short 
line is 8 mills. In Oregon & Washington Lumber Mfrs. 
Asso. vs. S.°P. Co., 21 I. C. C., 389 [Traffic World, July 
22, 1911, p. 169], the Commission established a rate of 
$3.50 per ton on rough green fir lumber and lath to 
San Francisco from Willamette Valley points, an aver- 
age distance of 622 miles, but it did not disturb the ex- 
isting rate of $5 per ton between the same points as 
applied to the higher grades of lumber. 

Defendant maintains the same rates on lumber as 
on poles and piling from Oregon points to destinations 
in New Mexico, Arizona and Utah where the rates are 
not affected by water competition. 

Upon the evidence now of record, we are of opinion 
that water competition is more forceful in respect of 
the transportation of lumber from Portland to San Fran- 
cisco than with respect to poles and piling. The evi- 
dence also indicates that the average car loading of 
lumber is greater than that of poles and piling. Viewing 
the whole record in the light of testimony offered at the 
various hearings, we are of opinion that the rates in 
issue have not been shown to be unreasonable. It fol- 
lows that the complaints should be dismissed, and it will 
be so ordered. 


MUST ADJUST KANSAS RATES 


CASE NO, 43653 OPINION NO, 2394 


(27 LC. C. Rep., p. 673.) i 
STATE OF KANSAS ET AL. VS. ATCHISON, TOPEKA 
& SANTA FE RAILWAY CO. ET AL. 


Submitted Oct. 25, 1912. Decided June 18, 1913. 


1. Class and commodity rates from St. Louis to interior Kansas 
points found to be unreasonable and unduly discrimina- 
tory, and reasonable maximum rates prescribed to Topeka, 
Salina,, Hutchinson, Wichita, Dodge City, and Goodland 
as representative destinations on the classes, the commod- 
ity rates to these points and both class and commodity 
rates to other points in interior Kansas to be readjusted 
by the carriers relatively. 


It is of secondary importance whether the present unreason- 
able rate adjustment from St. Louis to points in interior 
Kansas is due to the existence of the Missouri River as 
a basing line, or to some other method of making rates. 
The primary question is whether these rates, in whatever 
manner constructed, are reasonable and free from undue 
discrimination. The manner of their construction is per- 
tinent in this proceeding only in the opportunity afforded 
to the Commission more minutely to examine the through 
rate by consideration also of its constituent parts. 


3. In considering the reasonableness of a comprehensive rate 
fabric such as is here in issue, the Commission must look 
more to the adjustment as a whole than to individual com- 
parisons, as much can be ostensibly proved by either 
party to controversies before the Commission by care in 
the selection of individual rates convenient for the pur- 
pose. Such rates are ever present in tariffs and cover a 
wide range. 


John Marshall, E. H. Hogueland, A. E. Helen, and 
J. T. White for complainants. 








210 


A. E. Helm for Transportation Bureau of Wichita, 
Kan., intervener. 

H. D. Driscoll for Topeka, Kan., intervener. 

H. G. Wilson for Transportation Bureau of the Com- 
mercial Club of Kansas City, Mo., intervener. 

F. H. Wood for St. Louis & San Francisco R. R. Co. 

A. A. Hurd and J. R. Koontz for Atchison, Topeka & 
Santa Fe R. R. Co. 

S. H. Johnson and W. S. Dickinson for Chicago, Rock 
Island & Pacific Ry. Co. 

H. G. Herbel for Missouri Pacific Ry. Co., St: Louis, 
Iron Mountain & Southern Ry. Co., Texas & Pacific Ry. 
Co., and International & Great Northern R. R. Co. 


Report of the Commission. 


CLEMENTS, Commissioner: 

In this proceeding are attacked, under Sections 1 
and 3 of the act, all class and commodity rates from the 
Mississippi River (St. Louis for the purpose of this re- 
port) to all points in Kansas. The rates in question are 
contained in western trunk line tariff 18-D Hosmer’s I. C. 
C., No, A-198. Cass rates from Chicago are made by 
adding the differentials 20, 20, 10, 5, 5, 7%, 7%, 5, 5, and 
5 cents to class rates from St. Louis and commodity rates 
from Chicago by adding the differentials applicable to 
the classes in which articles moving under commodity 
rates would otherwise be rated; and as the continuation 
of these differentials is desired under our order it fol- 
lows that all class and commodity rates from Chicago as 
well as from St. Louis are involved. 

The present complaint is directed particularly against 
such of the rates under consideration as are made by 
full combination of the local rates to and from the Mis- 
souri River (usually Kansas City), which is the basis of 
construction of perhaps the greater number of the through 
rates to interior Kansas, with the following exceptions: 

(1) In eastern Kansas the circuitous route of the 
Missouri Pacific Ry. from St. Louis to Omaha, which is 
west to Kansas City, and thence north along the eastern 
border of Kansas, holds the Omaha rates as maxima at 
Kansas stations intermediate. The general level of rates 
in eastern Kansas is also affected by application of rates 
of the Chicago, Burlington & Quincy R. R. from Omaha 
to Hastings, Neb., as maxima at intermediate stations in 
Kansas on the lines of the St. Joseph & Grand Island 
R. R. between St. Joseph and Hastings, Neb., of the Mis- 
souri Pacific Ry. between Atchison and Hastings, and 
of the Atchison, Topeka & Santa Fe Ry. between Kan- 
sas City and Superior, Neb., the terminus of that line 
near Hastings. (2) To the territory east of Hutchinson 
and Wichita in Kansas, including Hutchinson and Wichita, 
or, roughly, in the lower half of the southeastern quarter 
of the state, rates are made to approximate the percent- 
age which the distance to that territory from St. Louis 
via the St. Louis & San Francisco and the Missouri, Kan- 
sas & Texas-Missouri Pacific railways, which do not route 
through Kansas City, bears to the distance from St. Louis 
via the other routes through Kansas City. Rates so made 
vary from 80 per cent at Fort Scott to 95 per cent at 
Hutchinson and Wichita of the Kansas City combination. 
(3) In western Kansas rates are influenced downward by 
the Colorado common-point basis, and many of them 
merge into that adjustment. (4) In southern Kansas there 


is reflected in the lower level of rates the basis in effect 
to Oklahoma, the latter being in turn influenced by com- 
petition of the routes through Memphis and the gulf ports. 

The adjustment to all these sections so affected by 
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influences beyond the state, however, are also included 
within the present complaint. 


Basis of Complaint. 


Among the principal contentions of complainant are 
the following: 

(a) A well-recognized rule of rate making is violated 
in the higher rate per ton per mile for the hauls from 
St. Louis to interior Kansas than for the shorter distance 
from St. Louis to Kansas City. (b) The general level 
of rates from St. Louis through Missouri and Kansas to 
Colorado common points is broken by an elevation or 
“hump” across the state of Kansas. (c) The percentage 
which the other classes bear to first is higher for the 
haul west of Kansas City -than for the service from St. 
Louis to Kansas City, the basing point. (d) The rate 
factor west of Kansas City is higher proportionately than 
the factor from St. Louis to Kansas City. (e) Divisions 
or proportions of through rates, both east and west of 
Kansas City, frequently exceed the local rates. (f) In 
such of these rates as are made by full combination on 
Kansas City are included charges for terminal services at 
that point which, as a matter of fact, are not performed 
en through traffic. (g) The foregoing contentions may 
be summarized into what in the final analysis is the prin- 
cipal basis of complaint, namely, that the present relative 
rates “tend to build up cities on the Missouri River, to 
wit, Kansas City and St. Joseph, in the state of Missouri, 
to the prejudice of the state and jobbing points in the 
state of Kansas.” 

The Commission is asked to prescribe as maxima on 
all classes and commodities rates uniformly 20 per cent 
below the present scale, and to do it “in such a way as 
will effectually prevent the railroads from depriving the 
people of the state of Kansas from the justice to be done 
them by the Interstate Commerce Commission.” 

Apparently in the last suggestion is embodied the 
apprehension that any reduction ordered in the local rates 
to or from Kansas City without limiting their application 
to through traffic to interior Kansas would leave the com- 
plainants relatively where they are now with respect to 
the undue discrimination alleged in favor of the Missouri 
River; and that this apprehension is not unfounded is 
shown by the fact that intervening petitions have been 
filed on behalf of the jobbers at Kansas City and other 
Missouri River crossings requesting that the present rela- 
tive basis of rates be maintained by making the same 
reductions in the !ocal rates west of Kansas City as the 
Commission makes, if any, in the through rates from St. 
Louis and east thereof to interior Kansas. Other peti 
tions of intervention have been filed by interior Kansas 
jobbers and by jobbers of St. Louis in support of the 
complaint, and still other Kansas and Oklahoma job 
bing towns were represented by counsel and witnesses a 
the hearing. 

Former Prescription of Rates, 


In Warnock vs. C. & N. W. Ry. Co., 21 I. C. C., 54 
{Traffic World, Nov. 25, 1911, p. 895], the Commission pré 
seribed 55, 41, 32, 24, and 20 cents as maxima on the firs! 
five classes between the Mississippi and Missouri rivers 
on through traffic to the Missouri River originating east 
of the Indiana-Illinois state line or, representatively, for 
ithe haul between St. Louis and Kansas City. These rates 
commonly spoken of as the 55-cent scale, are necessarily 
applicable on through Kansas shipments from that te 
ritory of origin when the rates are the combination ©! 
locals to and from Kansas City; and in addition, th° 
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Kansas jobber is given the benefit of any combination 
on St. Louis which may make lower from that territory. 
On traffic originating at St. Louis 60, 45, 35, 27, and 22 
cents, or the so-called 60-cent scale, are applicable on 
the first five classes to Kansas City, and of necessity also 
on shipments to interior Kansas under rates made by 
combination on Kansas City. In other words, the situa- 
tion is this: On all his traffic, wherever originating, 
which moves on the Kansas City combination, the in- 
terior Kansas jobber pays the same rate as does the 
Kansas City jobber for the service between St. Louis 
and Kansas City; that is, the 55-cent scale on shipments 
from east of the Indiana-Illinois state line and the 60-cent 
scale on merchandise originating at St. Louis. 

It, therefore, follows that the reasonableness of the 
55-cent scale is not in issue in this proceeding and that 
the reasonableness of the 60-cent scale cannot be ques- 
tioned beyond 5 cents per 100 pounds or to the 55-cent 
scale basis, unless the Commission is to give to the in- 
terior Kansas jobber a lower rate than it gave to the 
Warnock complainants for a service differing only in the 
fact that in the latter case it was the last factor in a 
through haul from the eastern seaboard to the Missouri 
River and in the present case the first factor in a through 
haul from St. Louis beyond the Missouri River to inte- 
rior Kansas, the Commission in each case, however, hav- 
ing before it local rates for that service. It would also 
seem to follow, therefore, that any unreasonableness be- 
yond 5 cents per 100 pounds, the difference between the 
60 and 55-cent scales, must be in the rate factor west 
of Kansas City or in the through charge as a whole, as- 
suming, of course, that any unreasonableness found could 
be specifically apportioned between the rates or propor- 
tions of rates combining in the through charge. This 
would seem to be particularly so inasmuch as the com- 
plaint is founded largely upon the relative rates to Kan- 
sas City and from the coincident fact that, as stated, 
perhaps the greater number of the rates under consid- 
eration are made by full combination on Kansas City. 

It is this last-mentioned system of making rates that 
complainants in reality particularly attack. They con- 
tend that while originally, when eastern roads terminated 
at the Missouri River, it may have been logical and 
proper, with the construction of new roads west of those 
termini, to add the two rates together in making the 
through charge, the conditions of transportation have 
since so changed, by the construction of continuous lines 
from the east through the Missouri River cities into and 
through Kansas, and the demands of commerce have so 
increased, as to render this original necessity a thing of 
the past and its continuance a serious barrier to the nat- 
ural development of their state. Defendants as urgently 
insist, on the other hand, that a departure from this bas- 
ing system is wholly impracticable in view of the dii- 
ference in the character of the respective services to 
and from Kansas City and in the method of handling 
through Kansas freight, necessitated there, a circum- 
Stance as to which they go considerably into detail. 


How Freight Is Handled. 


It is stated by the carriers that all freight originat- 
ing at St. Louis and east, whether destined to Kansas 
City locally or for beyond into Kansas, is handled be- 
tween St. Louis and Kansas City in trainloads, without 
stops at intermediate stations except at division points 
for change of engine or crew. The lesser density of ton- 
hage west of Kansas City does not, they contend, war- 
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rant a continuation of this service beyond Kansas City 
except to Atchison, Council Grove, Garnett, and Emporia, 
division points, a maximum distance from Kansas City 
of 152 miles. These through trains are, therefore, broken 
up at Kansas City and the distribution to interior Kan- 
sas of its freight made in the carriers’ short-load service 
(which are trains of light tonnage between division points) 
to the more important main-line and junction points and 
in their way-freight service to the smaller stations and 
branch lines. In addition to the increased cost, which is 
alleged to be from two to four times the trainload cost 
between the rivers, it is contended that the distributing 
service west of Kansas City is proportionately much less 
productive in revenue because of the constant depletion 
of the train or car at stations en route. At Colorado com- 
mon points the greater density of tonnage again war- 
rants through trainload service and rates are correspond- 
ingly restored to a more comparative level with the 
charges between St. Louis and Kansas City. The car- 
riers further contend that the higher rate per ton per 
mile into Kansas than to Kansas City, the shorter haul, 
becomes the rule rather than the exception when traffic 
passes from a territory of high density of tonnage and 
lew cost of operation, as betwen the rivers with its 870,000 
gross tons per mile, to a territory of low density of ton- 
nage and high cost of operation, as in Kansas with an 
average of but 540,000 gross tons per mile. A _ similar 
relatively higher rate per ton per mile for the longer haul 
obtains, it is insisted, to Kansas City than to St. Louis 
on freight from the east, because of the greater density 
of tonnage to St. Louis, and as between points in the 
southeast, such as Atlanta or Knoxville and the interme- 
diate cities on which they base, like Cincinnati and Louis- 
ville, to which latter point these conditions are more 
favorable than from there to the points beyond. 


Argument as to Unreasonableness. 


The general argument that through rates made by 
the full combination on the basing point are unreasonable 
because double terminal services at the breaking point 
are charged for, but not performed, has no application 
in this case, it is contended, because the service and ex- 
pense at Kansas City on through Kansas shipments is 
not materially less than the service and expense on the 
two separate inbound and outbound local shipments 
jobbed through Kansas City to the same ultimate Kan- 
sas destination. It is explained as to through Kansas 
less-than-carload freight that it reaches Kansas City 
mixed indiscriminately with less-than-carload freight local 
to Kansas City and with it is there unloaded. The local 
shipments, however, are removed by the consignee, 
whereas the shipments for Kansas must be trucked into 
the warehouse and assembled in reverse station order 
(that is, shipments for the last station first and those 
for the first station last), after which, except perhaps for 
the billing of the local shipments, they are handled with 
and in all respects just the same as outbound less-than- 
carload packages tendered by the Kansas City jobber. A 
large amount of freight is brought into Kansas City by 
lines having no rails beyond to the specific Kansas town, 
and as to it there is the additional cost of the drayage 
across town to the outbound carrier which is absorbed by 
the carriers. It is, therefore, contended that it is in 
fact more expensive to handle through less-than-carload 
freight at Kansas City than it is the two local shipments 
in and out for the Kansas City jobber. Defendants con- 
cede that through Kansas carload freight may incur less 
expense’ at Kansas City than would two local shipments 
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jobbed through there to the same Kansas point when 
the former moves through via one line; but when trans- 
fers to the outbound carrier are necessary the margin in 
favor of the cost of through traffic is here also, it is in- 
sisted, materially reduced. 


Representative Specific Rates. 

Coming to specific rates, complainants select Topeka, 
Salina, Wichita, Hutchinson, Dodge City, and Goodland 
as representative jobbing points around which to build 
comparisons of the aggregate jobbing rates through those 
points to various stations in Kansas and other states with 
the aggregate rates through Kansas City to the same ulti- 
mate destinations; that is, a comparison of the sum of 
the local rate to these points and the outbound local rate 
to the ultimate station with the sum of the inbound and 
outbound local rate through Kansas City in whose favor 
an undue discrimination is charged. As Topeka is a short 
distance west of Kansas City in the eastern part of the 
state, Salina northeast and Hutchinson and Wichita south- 
east of the center, Dodge City about midway of Wichita 
and the Colorado line in southwestern Kansas, and Good- 
land near the Colorado line in northwestern Kansas, these 
jobbing points are therefore representative of practically 
the entire state. The specific rates in issue (which are 
all inbound, the outbound rates not being involved) are 
shown below, together with the local rates to and from 
Kansas City. It will be noted that many of these through 
rates, especially on the classes, are the full combinaticus 
on Kansas City, It may be explained that here, as else- 
where in the report, the point of origin is St. Louis when 


not stated otherwise. 





Topeka Salina and Wichita Dodge City Goodland Louis 
from— from from— from— from— to 
St. Kansas St. Kansas St Kansas St. Kansas St. Kansas Kansas 
Louis. City. Louis. City. Louis. City. Louis. City. Louis City. City 
Distance in miles.......... 344 67 463 186 496 219 616 339 716 439 277 
Class rate. 490 213 
Se ER... .6 oe eee opie divin $0.89 $0.29 $1.16 $0.56 $1.19% $0.66 $1.47 $0.87 $1.55 $0.95 $0.60 
i Me. . eda ecu stds de Owens are » i a 24 .95 50 .98 58 1.23 78 1.27 85 45 
SD, WES 6s 6 Ula obnwe 0.650 on esas céehas Lane .19 717% 4216 81 50 1.01 71 1.01 75 5 
Fourth class .......... Re a alae bed Gee te 12 15 59 32 64 .40 80% .60 80% .65 20 
CD «dine etag vat ean ae ave pieeeee 32 10 .49 on 55 .36 .63 50 .63 50 22 
NN laa es ohn Cte Thain Ri a a 12 51% Cy 55 .33 70% 46 74 50 241 
ee vcantestons « iia bie waa e 6 3e 29% .10 40% 21 41% .24 51% .o2 .56 41 19% 
GRR © ins oi ae cts wscede dhattieueees ies +a 08 34 17 36 21 44 27 49 .32 17 
Ch EP dteek keweaeateec ae ences 201% 07 26% 13 28 16 326% 20 40% 27 13% 
PS Hs esccenee 05% 4 12 29 oe 1 





Agricultural c mi} 
PED  S.cwrd on 0 cSbG ben < Feensde : 07 .23 
Sn oi svabitnnye ess te eee 19 -72% 
Se DUN WIE 0 6 2 oo ei noice 19 48 
Barn door hangers, rails, 10 .49 
DN scuavhnadewee és j 10 -44 
Cartridge shells 19 59% 
Cement, paving ...... 07 22 
Canned goods .......... ss 10 44 
SN APR CaMEL wna 0s Fob SEEM ais 0 ve otc 0d 10 44 
Cotton piece goods (any quantity).. — .29 91 
REE 1s de wviccb Wc awiew vb 6 Oe ewe ohne tee cbs 0% 54 .19 68% 
PINOND, \ cate wensneasan thous bees ree « oi oe 07 ~20 
Chocolate, chécofate coating and cocoa... .54 .19 717% 
anette GUNNER. toi oa. Sabicea cds sees 25 10 42 
Forges, blowers and drills................ 36% 12 51% 
Furniture as described in Western Clas- 5 
sification: 

Taking second-class rates....... ack aren vt 24 95 

Taking third-class rates... ~~ a .19 .74 

Taking fourth-class rates . ——, 15 .59 
Harness and saddlery*..... +h ioe ; 59 .29 85 
Iron and steel pipe............ : ; 23% .10 33% 
Tron and steel articles. ea <u oe .10 .49 
NS SER, tg. kd ule gllé dc oe « oie oe sae -19 63 
Oe Fae . a .20 Ox .29 
ee ee Pe De eat ect eet .20 .10 .35 
Paper, wrapping ........... ne thie th’ 25 14 .42 
Paper, roofing, building and lining.... 21 10 38 
Pig iron, per ton of 2,240 pounds.... 4.59 1.57 5.93 
Salts epsom ...... eabitae’ hte Dane « eae 10 44% 
Re oe oo, sadn S48 Naked chen Sows Oe 10 a 
Soda, sal ...... iparee ida dkbe tele le 20 .10 .37 
Soda, silicate of..... panei 20 .10 .37 
Web awap ths o.<! Fie Geter es «tba 33 10 10 
ee an Slt baa ee Koeeeneve ee .10 38% 
EE edad nds ae tod 00a) «od 50 web es eee 32 10 49 
SED kh 0 Cbd oc 06-vd > bis nied de egos evaded 24% 07 .40% 


*Commodity rates canceled May 1, 1912, leaving class rates 
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The comparative percentages of the other classes to 
first to these points and to Kansas City, the basing point, 
are as follows: 

From St. Louis to— 


Hutchin- 
sonand Dodge Good- 


Kansas 

City. Topeka. Salina. Wichita. City. land. 

Per Per Per Per Per Per 

Class— Cent. Cent. Cent. Cent. Cent. Cent. 
First class ...100 100 100 100 100 100 
Second class .. 75 77.5 82 82 84 82 
Third class 60 67 68 70 65 
Fourth class 47 51 53.5 55 52 
Fifth class s 36.5 42 46 43 41 
Cae: Oe ss kieaed 41 44 46 48 48 
Cn: 2 Sianuk 33 35 34.5 35 36 
Cuma © ...vere 28 30 30 30 32 
CHa EP nickas 23 23 23.5 25 26 
Cae. AMD kv caus 17.5 18 18.5 20 21 





All of the class and all but five of the commodity 
rates to Topeka are the full combinations on Kansas City 
The Topeka interveners show that to twenty-nine repre- 
sentative stations in Kansas the aggregate class rates on 
shipments jobbed through Topeka are uniformily higher 
than on the same shipments jobbed through Kansas 
City by the following amounts: 


1 2 3 { 5 A B ep’ 2 

Cees is «tae 9 7 5 3 5 5 d 
and that on basis of commodity rates inbound and sex 
ond-class outbound the advantage to the Kansas City 
jebber on agricultural implements is 4 cents, while on the 
other hand on asphalt the advantage to the Topeka job 
ber averages 3 cents. The advantage to Topeka ranges 
from 2 to 7 cents to certain stations on certain com- 
modities, and to Kansas City from 1% to 9 cents at cer- 
tain stations on others. To Texas common points and 








Hutchinson St. 








.24% 16 .33 2 .37 2d 10 
.76 50 1.01 -71 1.01 75 30 
51 35 51 oD 51 35 16 
55 36 63 50 .63 50 992 
44 25 .63 45 63 50 2 
.63 50 R88 .71 92 75 17 
24% 16 30 23 .30 27 10 
.44 25 63 .45 .63 50 22 
44 25 63 45 .63 50 22 
96 .66 1.15 .S80 1.15 RO 35 
71% .40 1.01 71 1.01 75 sb 
2646 .16 35 23 9 27 12 
81 50 1.01 vs 1.01 75 5 
48 24 63 32 63 50 15 
55 33 70% 16 74 50 22 
uy 98 40 1.221 78 1.22% 85 22 
10 .74 40) 1.01 71 1.01 75 
10 64 40 80% 60 80% 65 
56 81 66 1.13 87 1.20 95 
ood 23% 85 .45 5 45 35 1 
woe 55 36 .63 0 63 50 2 
A2Z% 63 48 93 71 97 .75 2 
17 31 21 9 27 44 oa 12 
27 .B5 30 a 50 55 .50 15 
27 43 30 63 .50 .63 50 18 
27 ae 30 55 50 .55 .50 11 
2.91 6.27 3.58 8.17 5.15 9.07 6.05 1.9¢ 
wae 5014 .36 63 50 3 50 17 
27 43 36 .60 50 .60 50 1 
27 .43 36 60 50 .60 50 1f 
oot 43 36 60 50 .60 50 1 
27 .46 6 .63 50 3 50 1 
od 38% 29 61% 50 3 50 .18 
27 49% 30 61% 50 61% 50 2 
25 40% »29 .63 40 63 .50 17 
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Utah common points merchandise can be jobbed cheaper 
through Kansas City than through Topeka by a maximum 
of 46% cents. On basis of fifth class inbound and fourth 
class outbound, the usual jobbing basis, Topeka and Kan- 
sas City are equalized at these stations. 

Topeka is situated similarly with Lincoln, Neb., with 
respect to the Missouri River, being 67 miles west of 
Kansas City. Lincoln is 55 miles west of Omaha. The 
first-class rate (using it as representative) to Topeka is 
he full combination of the local rate of 60 cents to Kan- 
sas City and the local rate of 29 cents beyond, whereas 
the through rate to Lincoln is made by adding a differen- 
ial of 5 cents to the Omaha rate, making rates of 89 
cents to Topeka and 65 cents to Lincoln. Outbound to 
the west and southwest, including Kansas and Colorado, 
rates from Lincoln are made differentially under the 
outbound rates from Omaha sufficiently to equalize tlhe 
aggregate through charge as between Lincoln and Omaha, 
Outbound from Topeka there is only a partial equaliza- 
tion in this way with Kansas City, the net disadvantages 
to Topeka over Kansas City, and therefore over Lincoln, 
ranging downward from 9 cents on first class, as shown 
in the table next above. 


Lincoln and Topeka Compared. 


Defendants contend, however, that rates to Lincoln 
re due to highly competitive conditions not existing at 
Topeka, the distance via the Missouri Pacific of 13 miles 
less to Omaha than to Lincoln, having in fact operated to 
make rates originally the same to both points. Later 
the carriers established the present differentials at Lin- 
coln ranging from 5 cents on first class, referred to. Fol- 
lowing are the class rates, and certain commodity rates 
to Lineoln and Topeka, together with the basing rate to 
Kansas City: 

Kansas 
Lincoln. City. 
Cents. 

First class .. 38 65 
Second class 

Third class 

Fourth class 

Fifth 

Class 

Class 


Class 


Topeka. 
Cents. 


Class 

Class E 

Burlap, bags and bagging............. 
Cotton piece goods (any quantity).... 
Cheese 5 
Egg-case fillers 

Iron and steel articles 

Paper, wrapping 

Starch 


Salina interveners show that to Salina, as to Topeka, 
all the through class rates and all but six of the com- 
modity rates are full combinations on Kansas City, and 
that of the rates shown in the tariff as commodity rates 
18 are combinations of commodity rates to Kansas City 
and class rates beyond, three of class rates to Kansas 
City and commodity rates beyond, and three of commodity 


rates to and from Kansas City. These interveners select 
72 representative Kansas stations to which the aggregate 
class rates to and from Salina are in no instance lower 
than through Kansas City. The maximum advantage tc 
Salina over Kansas City is 13 cents on commodities and 
to Kansas City over Salina 59% cents on classes and 62 
cents on commodities. The outbound rates in this and 
the other comparisons to other Kansas stations are, of 
course, intrastate, as to which no complaint is made, and 
any unreasonableness therein could not be chargeable to 
the rates inbound to the jobbing point now under consid- 
eration. 


THE TRAFFIC WORLD 


213 


Wichita’s Trouble. 


Wichita interveners state that about 1892 the car- 
riers attempted to equalize Wichita, Hutchinson, Salina, 
Emporia, Winfield, and Arkansas City with Missouri River 
jobbers on basis of fifth class, carloads, inbound, and 
fourth class, less than carloads, outbound, under which 
arrangement they admit they can successfully compete 
with Kansas City to limited areas west and south of them, 
but it is contended that they cannot distribute east even 
to near-by stations, although Kansas City can reach sta- 
tions as far as 80 miles east in competition with St. Louis. 
It is also shown that the division of thé Wichita rate 
accruing east of Kansas City (40 per cent of the total) 
frequently exceeds the local rate. Thus on bags and bag- 
ging these factors are 20.4 and 16 cents, respectively; on 
cartridge shells, 25.2 and 17 cents; cotton piece goods, 
38.4 and 35 cents; soda, sal, 17.2 and 10 cents; and starch 
18.4 and 13 cents. It is stated that the average rate 
per ton per mile on the classes is 19.8 mills to Kansas 
City and 24.5 mills to Wichita, the longer haul, and that 
the rate per ton per mile west of Kansas City is 170 per 
cent of the earnings up to Kansas City. It is also stated 
that taking Garden City, Kan., as representative the ag- 
sregate rate on cotton piece goods jobbed through Wichita 
is $1.62 and through Kansas City $1.15. As the distance 


‘through Wichita is 762 miles and through Kansas City 702 


miles, it is therefore contended that the carriers charge 
140 per cent of the rate through Kansas City for 108 per 
cent of the distance. To La Junta, Colo., another typical 
illustration, the aggregate rate through Wichita is said 
to be 130 per cent of the Kansas City through charge 
for 107 per cent of the distance. On certain commodi- 
ties these percentages favor Wichita, as on paints (dry 
earth), on which to certain destinations the Wichita job- 
ber pays only 93.5 per cent of the charge through Kansas 
City for 108 per cent of the distance. Other commodi- 
ties, such as cement, copperas, iron and steel pipe, paper 
(news print, tissue, roofing), and vinegar can be jobbed 
through Wichita in competition with Kansas City. 
Hutchinson’s Complaint. 


Hutchinson jobbers select 77 representative stations 
in Kansas, Colorado, Oklahoma, and New Mexico, to which 
the aggregate inbound and outbound jobbing rates on the 
classes, , almost uniformly favor Kansas City, the maxi- 
mum advantage reaching 56% cents. On basis of com- 
modity rates inbound, carloads, and _ less-than-carload 
rates outbound there are numerous combinations lower 
through Kansas City than through Hutchinson to these 
stations by a maximum of 41 cents. On numerous com- 
modities, however, Hutchinson and Kansas City are prac- 
tically on an equal jobbing basis, considering the general 
situation. Asphalt can be jobbed through Hutchinson 
as much as 29% cents lower than through Kansas City, 
while on bags and bagging the aggregate rate is lower 
through Hutchinson than through Kansas City by a maxi- 
mum of 11 cents at certain of these stations and through 
Kansas City by 31 cents to others. On barn-door hangers 
the Hutchinson jobber’s maximum advantage is 13 cents 
and the Kansas City jobber’s 29 cents; beans, Hutchin- 
son 24 cents, Kansas City 18 cents; canned goods, Hutch- 
inson 22 cents, Kansas City 18 cents; cement, paving, 
Hutchinson 291% cents with some advantage to practically 
all of these stations; coffee, Hutchinson 22 cents, Kansas 
City 18 cents; on the remaining commodities Hutchinson 
40 cents and Kansas City 14 cents, the aggregate rate 
being lower through Hutchinson and Kansas City in about 
an equal number of cases as to many commodities. Gen- 





Chicagt to Des Moines..... 


St. 


Chicago 


St. 


Chicago to Fairbury, 


St. 


Chicago 


St. 
St. 


Minneapolis 


St. 


Minneapolis to 


St. 


Minneapolis to Pittsburg, Kan. 


St. 


Cairo to 


St. 


Cairo to Winfield, Kan 


St. 


Cairo to 
St. 


St. 


Sioux 
Sioux City to Wichita 


St. 


Sioux City to Dodge City.... 


St. 


St. 


St. 
St. 


St. 
St. 


St. 
St. 


st. 
St. 


St 


Duluth to Loma, N. D 


St. 


Duluth to Brumbaugh, N. D. 423 


St. 


Duluth to Tolley, 


St. 


Duluth to Lemmon, 8s. D 
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erally speaking, aggregate class and commodity rates are 
higher on merchandise to and from Hutchinson than 
through Kansas City by various amounts to 594% cenfs 
to Fort Worth and Amarillo, Texas; 54% cents to Colo- 
rado common points and territory intermediate at or in 
the vicinity of La Junta, Lamar, and Eads; and 59% cents 
at Utah common points; and higher through Dodge City 
than through Kansas City by as much as 82 cents to 
Colorado common points and 87 cents to Utah common 
points. This difference as between Hutchinson and Kan- 
sas City to Utah common points is represented in the 
inbound rates to those points, respectively, as outbound 
to Utah common points the same basis applies from 
Hutchinson as from Kansas City. Likewise, most of the 
difference as between the jobbing points last named to 
Colorado common points is represented in the inbound 
rates, as outbound to Colorado common points rates are 
but slightly lower from Hutchinson than from Kansas 
City. 
The Fort Scott Situation. 

Fort Scott jobbers present this contention, among 
others. The distance is 277 miles between St. Louis and 
Kansas City and 67 between Kansas City and, Topeka, 
or about 75 and 25 per cent, respectively, east and west 
of the river. The lines east of Kansas City receive 69 
per cent of the Topeka rate and the lines west 31 per cent, 
a ratio of rate to distance 92 per cent east of Kansas 
City and 124 per cent west. Im other words, they say, 
the carriers charge 32 per cent more for a mile west of 


Kansas City than for a similar service between the riv- 
Miles. 1 2 3 5 A 
eee 60 50 40 1 28 
Louis to Topeka 89 69 54 36% 
to Omaha 492 80 65 45 3% y 32 
Louis to Hutchinson.... 496 119% 98 81 5: BE 


Neb.... 619 110 93 70 
Louis to Dodge City..... 616 147 123 101 


to Smith Center, Kan. 717 140 119 92 
to Goodland 716 155 127 101 


Wichita 479 119% 98 81 
to St. Joseph... 507 85 69 48 


Dodge City 616 147 123 101 
Fort Scott... 669 99 85 58 
Louis to Goodland 716 155 127 101 
719 99 88 63 
463 116 95 77% 
469 80 65 50 
616 147 123 101 
629 125 102% 85% 
716 155 127 101 
722 126 103 85 


Louis to Hutchinson.... 496 119% 98 81 
Lovis to Wichita......... 479 ics 
City to Hutchinson... 496 
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oo 
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Louis to Goodland 
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616 63 
629 27 76 58 
Louis to Topeka......... *265 89 § E 42 32 
Paul to Endrlin, N. D... 267 72 5 3 36 29 29 


Louis to Salina.......... *384 116 95 7 59 49 
Paul to Emrick, N. D... 383 97 83 50 39 39 


Louis to Hutchinson ..*417 119% 98 81 64 55 
Paul to Anamoose, N. D. 423 107 90 71 56 45 44 


147 123 101 80% 63 
117 99 81 69 56 50 


155 127 101 80% 63 74 
Paul to Ambrose, 601 137 115 94 75 61 += 655 


Louis to Salina *384 116 95 77% 59 49 51% 
386 96 82 63 48 38 38 


119% 98 81 64 55 55 
106 90 71 56 95 44 


147 123 101 80% 63 70% 
115 90 80 64 52 46 


127 101 80% 63 74 
100 80 64 48% 50 


Louis to Dodge City..... 


Louis to Dodge City....*537 
Paul to Bowbells, N. D.. 541 


Louis to Goodland *636 
N. D.. 


Louis to Hutchinson... .*417 
Louis to Dodge City 


N. D 
Louis to Goodland 


*537 


155 


117 
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23% 19 
29% 25 


27 


39 


51% 


49 


56 


34 


41% 36 28 


39 


51% 44 


44 


56 
48 


40% 34 


38 


41% 36 28 
38 


51% 44 


41 


56 
45 


41% 36 28 
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ers. They also contend that except as to second class 
and the commodity news print paper, rates west of Kan- 
sas City are relatively higher than between the rivers 
from 35 per cent first class to 413 per cent on the com 
modity shot. They state that the first-class rate to Fort 
Scott (considered in its entirety because the direct rout 
to Fort Scott is not through Kansas City) is 34 per cent 
greater per mile than to Kansas City; that in the Hutch 
inson rate the proportion west of Kansas City is greate: 
than the proportion east by 17 per cent; in the rate to 
Salina by 13 per cent; to Wichita by 13 per cent; to 
Dodge City and Goodland by 4 per cent; also that the 
fifth-class rate from St. Louis to Fort Scott (considered 
as a whole for the reasons above stated) is 34 per cent 
greater per mile than to Kansas City; that in the Topeka 
vate the proportion west of Kansas City is greater than 
the proportion east by 35 per cent; in the rate to Salina 
it is greater by 50 per cent; to Wichita by 70 per cent; 
Hutchinson 6 per cent; Dodge City 35 per cent, and Good 
land 23 per cent. It is a remarkable inconsistency, thes 
interveners argue, that in the rate to Hutchinson, for 
example, the proportion west of Kansas City, in addition 
to being excessive, should exceed, as it does, the propor 
tion east by only 17 per cent on first class, whereas it is 
76 per cent greater on fifth class; or to Salina by 13 per 
cent on first class and 50 per cent on fifth class. 


Comparison of Class Rates. 
From numerous exhibits filed by complainants there 
has been computed the following table of the amounts 
the class rates here under consideration from St. Louis 
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o interior Kansas exceed the class rates approximately 
the same distance to Kansas and other states from Chi- 
ago, Minneapolis, Cairo, Sioux City, St. Paul, Kansas 
City, and Denver. 

In similar comparisons of rates from St. Louis and 
Memphis to Topeka and Lamar, Mo., respectively, and 
rom St. Louis to Salina with Memphis to Olathe, Kan.; 
rom St. Louis and Memphis to Wichita and Kansas City; 
Hutchinson and Courtney, Mo.; Dodge City and Lincoln, 
nd Goodland and Superior, Neb., respectively, the differ- 
ence is favorable to Memphis in nearly every instance, 
with a maximum difference of 60 cents. 


In Commercial Club, Traffic Bureau, of Salt Lake City 
vs, A., T. & S. F. Ry. Co., 19 I. C. C., 218 [Traffic World, 
Oct. 29, 1910, p. 618], the Commission prescribed maxi- 
mum rates on certain commodities from St. Louis to Salt 
Lake City for a haul of 1,545 miles, compared to which, 
complainants contend, rates from St. Louis to Goodland 
are, considering the relative distance of 716 miles, pro- 
portionately excessive, they being even in a few instances 
actually higher. Certain of these comparative rates are: 
Agricultural implements, hand, Salt Lake City, $1.20, 
Goodland $1.01; bags and bagging, Salt Lake City 82, 
Goodland 51; on cartridge shells these comparative rates 
are respectively $1.20 and 92 cents; canned goods, 82 and 
63 cents; coffee, 72 and 63 cents; chocolate, cocoa, etc., 
$1.20 and $1.01; starch, 96 and 63 cents, and sirup, 62 
and 63 cents. The latter rate to Goodland, it will be 
noted, being 1 cent higher than to Salt Lake City. 


Olathe, Kan., is 21 miles southwest of Kansas City, 
and its first-class rate is 62 cents, or 2 cents over Kansas 
City. With increases for the additional distances west of 
Olathe in proportion to the Olathe increase west of Kan- 
sas City class rates, complainants assert, would be re- 
duced by amounts as high as 17% cents, first class, at 
Topeka, 1914 cents at Salina, 16% at Hutchinson, 20 cents 
at Wichita, 19 cents at Dodge City, and 6 cents at Good- 
land. Similar extensions west from Holliday, Kan., which 
is 16 miles west of Kansas City, and west from Frisbie, 
Kan., which is 20 miles west of Kansas City, would re 
sult in reductions on classes and commodities to the 
Kansas points named ranging from 49 cents, first class, to 
various lesser amounts on the other classes and commodi- 
ties. 

Aggregate Class Rates High. 


Complainants also show that the aggregate class rates 
are in nearly every case higher through Topeka and 
Wichita than through Kansas City on goods jobbed to 
various Oklahoma destinations, the difference to Okla- 
homa City on first class, for instance, being 29 cents; 
that, generally speaking, class rates from St. Louis to 
Kansas points are higher than from Sioux City, Omaha, 
and Milwaukee to points of similar distance in Kansas, 
Oklahoma, Minnesota, Nebraska, and South Dakota; that 
for practically the same distance to interior Kansas and 
Nebraska, respectively, from St. Louis, or more specific- 
ally from St. Louis to Salina, Kan.-Hebron, Neb.; Wichita, 
Kan.-Hastings, Neb.; Hutchinson-Grand Island; Dodge 
City-Overton, and Goodland-Ogallala, respectively, rates 
are generally favorable to the Nebraska point, the differ- 
ence ranging as high as 20 cents, although these hauls 
are similar in character by the intervention of the Mis- 
souri River, at Kansas City for Kansas, and at Omaha 
for Nebraska; and that certain rates to western Kan- 
Sas, shown in the tariffs as commodity rates, are, in fact, 
higher than the class rates which are applied as maxima. 
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Defendants would discredit the foregoing and other 
exhibits of complainant because of the alleged lack of 
Similarity in the rates compared. They contend, for 
instance, that rates from Chicago and St. Louis, re- 
spectively, to the same interior Kansas points, cannot 
fairly be compared, because the Chicago rates are made 
differentially over St. Louis, and therefore necessarily 
without regard for the distance between Chicago and 
St. Louis, although the distance from St. Louis is given 
due consideration in fixing the rate from there. They 
also contend that comparisons such as from Chicago to 
New York with St. Louis to Kansas are valueless be- 
cause of the wholly different conditions of transporta- 
tion. It is insisted that the only comparison of any 
value offered by complainant is of rates from St. Paul 
and Duluth to the Dakotas, and that even it is open to 
the criticism that those rates are influenced by state 
regulation in Minnesota and have in fact been recently 
increased. They further state that there are not to 
exceed nine commodity rates to these stations from St. 
Paul, while from St. Louis to Kansas, with which the 
comparison is made, there are numerous commodity 
rates; and, further, that the apparent disparity in favor 
of the St. Paul rates would be greatly reduced if the 
average distance between the Mississippi and Missouri 
rivers of about 300 miles were used in connection with 
the Kansas rates from the Mississippi River instead of 
the short-line distance of 200 miles from Hannibal to 
Kasnas City, contending that Hannibal is not a repre- 
sentative Mississippi River crossing. The carriers, 
therefore, submit comparisons upon what they contend 
to be the proper and fair basis, which is of rates from 
the same point of origin like Chicago to points equally 
distant from (west of) the Missouri River. Such com- 
parisons, they claim, will accurately reflect the change 
at the basing point from the through trainload to the 
distributing service. A typical illustration would be, it 
is stated: 


From Chicago 
to— Miles. 1 2 Sg .i8 CS: he 
Salina, Kan. ....186 136 115 87% 64 39 31% 26 
Gibbon, Neb. ....183 1385 116 89 69 40 31% 24% 


Goodland, Kan...440 175 147111 85% 68 81% 63% 54 45% 38 
Kimball, Neb.....451 180 145 110 85 67 80% 63 5447 40 


The carriers also compare class rates from various 
Mississippi River crossings to the second tier of states 
west of the Missouri River to show that, considering 
the relative character of the service above referred to, 
the rates in issue are not unreasonable. The table fol- 
lows: 

From— Miles. -1 so =e 5 =~ se Ss 
St. oe to Topeka, 

344 69 5442 382 36% 29% 25 20% 16% 
se Paul to James- 


town, N. d 73 43 34 34 30 2621 17 
Burlington, to 
Rogers, Neb. 6 67 45 34 3514°29% 25 20% 15 


Memphis to Wil- 
burton, Okla. ...336 110 90 58 45 47 36% 30 24 20 


St. Louis to Wich- 
ita, Kan. 479 119% 98 64 55 55 41% 36 28 22 
Minneapolis 

Haynes, N. D...480 122 104 8468 650%53 47 40 
Burlington, Ia., to 

Kearney, Neb....486 115 96 79 64 52 652 39 35 
Memphis to Okla- 

homa City, Okla.487 120 103 89 75 58 58 50 4134 27 
New Orleans. to 


Flatonia, Tex...481 130 111 93 81 62 65 57 65140 33 


St. Louis to yale. 

City, Kan. 123 101 8 63 70% 51% 44 36% 29 
Minneapolis 

Rapid City, S. D606 140 122 97 70 61 652 4836 26 


Burlington, Ia., to 
..656 150 127 101 63 74 56 49 37% 29 


Barton, Neb. 
Memphis’ to lk 
609 130 111 96 89 70 72 65 5341 34 


City, Okla. 
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Defendants further urge that the percentage of the 
other classes to first is reasonable, as a comparison 
with relative percentages of other class rates, some of 
which the Commission fixed as maxima, will show, and 
as showing also that there is no fixed rule in this respect. 


From— l y 3 f d ee E 
St. Louis to Topeka..100 77 50.7 2 36 33.1 28.1 2% 18.5 
St. Louis to Wichita.100 82 30.1 23.4 18.4 
St. Louis to Dodge 

City 83.7 68.7 54.8 42.8 4! 3: 24.8 19.7 
St. Louis to 4 

Rock f iD ‘ d 33 32 27 23 18 
St. Louis to 

homa City 3. 6 63. 3. f 2.3 35.4 24.6 
St. Louis to a 

common points .. 85 7 65.3 5 53.7 4 39.5 31.3 26.5 
St. Louis to Colorado 

common points ...100 88.4 62.3 49.7 38 5.7 
St. Louis to Utah 

common points ..100 82. 8 & : 9 3 
Kansas distance 

tariff, 200 miles..100 89 Be 56.2 46.6 35.6 


Behalf of State. 


99 9 


Action Brought 


In considering the foregoing and other facts of rec- 
ord we must at the outset bear in mind that this pro- 
ceeding is brought on behalf, as complainants urge, 
not only of the jobbers of Kansas, but of the people of 
the state as a whole. Therefore, the carriers’ argument 
that on the usual jobbing basis of carloads, fifth-class, 
to the jobbing point and. less-than-carload quantities, 
fourth-class, outbound, the Kansas jobber is on a sub- 
stantial equality with his competitor at the Missouri 
River only partially satisfies the complaint even as to 
the limited areas west and south of the respective job- 
bing points to which complainants admit this equaliza- 
tion obtains. The shippers of Kansas in _ general, 
whether jobbers, retailers, or direct consumers, are en- 
titled to rates comparatively reasonable, class for class 
and commodity for commodity, with the rates of their 
competitors, to the extent of the similarity in transpor- 
tation conditions. We must bear in mind also that while 
the evidence is directed principally to the alleged undue 
discrimination in favor of Kansas City and other Mis- 
souri River cities, the petition alleges unreasonableness 
per se as well, a contention which complainants have 
insisted upon in evidence and argument. In consider- 
ing both of these contentions we must, in the general 
nature of this complaint, look more to the entire adjust- 
ment of the rates under consideration than to particular 
comparisons. Much can be ostensibly proved by either 
party to controversies before the Commission by care 
in the selection of individual rates,convenient for the 
purpose. Rates of this character are ever present in 
tariffs and cover a wide range. This is so for many rea- 
sons. Competitive conditions may affect certain rates 
and not others. Again, rate making is not an exact 
science, and the judgment of traffic managers may differ 
as to the proper level of noncompetitive rates even 
when made under substantially similar circumstances 
and conditions on their respective lines. The various 
tariffs of a given carrier may also show inconsistencies 
through errors or rates published inadvertently, to which 
its attention has not been specially called because such 
rates are but little used. Complainants might, there- 
fore, point to numerous inequalities prejudicial to the 
Kansas shipper without warranting a condemnation by 
the Commission of the general fabric of the Kansas 
rates. But if comparisons of the rates from St. Louis 
to interior Kansas with rates between other points, in- 
eluding the charges to and from Kansas City, after mak- 
ing due allowances for differences in conditions, are 
unmistakably favorable to competing cities in other 
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states, a statement largely warranted by this record, 
it then is plain that the former are improperly adjusted. 

It is of secondary importance whether this condi- 
tion be due to the existence of the Missouri River as a 
basing line or to some other method of making rates. 
The primary question is whether the rates from St. 
Louis to interior Kansas, in whatever manner con- 
structed by the carriers, are reasonable and free from 
undue discrimination. The manner of their construction 
is pertinent in this inquiry only in the opportunity af- 
forded to the Commission more minutely to examine the 
through rate by consideration also of its constituent 
parts. We must, therefore, look to the through trans- 
portation and determine whether the through rate for 
that service is reasonable in itself and in comparison 
with through rates for similar services between other 
points which, as well as the comparative rates to and 
from Kansas City, must, we think, have due consid- 
eration. 


Conclusions. 


Upon full consideration of the facts and conditions 
shown by this record, we are of the opinion and find 
that defendants’ class and commodity rates from St. 
Louis and other Mississippi River crossings to points in 
interior Kansas, of which Topeka, Salina, Hutchinson, 
Wichita, Dodge City, and Goodland, are representative, 
are unreasonable and unduly discriminatory. We are not 
of opinion, however, that they are unreasonable to the 
extent of 20 per cent, as alleged. It should be borne 
in mind that the complaint is against only the rates 
inbound, and that many of the outbound rates involved 
in the comparisons referred to herein are intrastate. 
Many of the differences in favor of the Kansas City 
jobber apparent in the foregoing comparative aggregate 
rates to ultimate destinations in Kansas are, therefore 
doubtless due to causes at least partially within com- 
plainant’s own control, both, however, from the interior 
Kansas point and from Kansas City, to and from which 
crossing rates generally are the same as from Leaven- 
worth. 

The Commission will not at this time attempt to fix 
specific rates to every point in Kansas, and doubtless 
rates to many of the smaller stations do not need to be 
specifically fixed, as they are usually made by com 
bination upon or with some recognized reference to 
the more important commercial centers such as are spe- 
cifically dealt with herein. We shall, therefore, pre 
scribe maximum rates only to these jobbing centers 
and as to them limit our definite order to the class rates, 
in the expectation, however, that the carriers will line 
up their commodity rates on the present relative basis 
with respect to the classes, as well as make such re 
adjustments in both their class and commodity rates 
to other points as may be necessary to conformance 
with the findings herein. 

We, therefore, find that the defendants’ through 
class rates from St. Louis and other Mississippi River 
crossings to interior Kansas are unreasonable and un 
justly discriminatory to the extent they exceeded the 
rates shown in line B. Line A represents the presen! 
rates. 
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Salina: 
49 40% 34 26% 21 
s 31 24 19 


i cont eittes 1146 95 77% 59 
7 


Wichita and 
Hutchinson: 


a eee 119% 98 S81 64 55 55 41% 36 28 22 

Dv cutbakis 110 91 76 60 61 &1 8 a S&P 
Dodge City: 

“eee 147 123 101 80% 63 170% 51% 44 36% 29 

BD ibe ecsoen 142 119 98 78 61 68 50 42 35 28 
Goodland: 

A. ccoccceccclSS. 127.101 80% 68 74 56 49 40% 83 

i anxte sis 160 123 98 78 61 73 S64 4% 39 32 

In fixing these rates- we have taken into consid- 


eration the lesser density of tonnage in western Kan- 
sas aS represented at Dodge City and Goodland and 
made the reductions there correspondingly less. No 
change has been made in the relation of the classes to 
each other. There is no set rule as to this, and the 
relationship differs even as between the various Kansas 
points themselves. It has not been sufficiently shown 


that the relationship between the rivers should be ex- 
tended west to every point in issue, as asked by com- 
plainants. 

The case will be held open until October 1, 1913, 


after which date such further proceedings will be taken 
as may then be necessary to give effect to these findings 
with respect to the commodity rates to the specific points 
dealt with herein and with respect also to both the 
class and commodity rates to Kansas points generally. 





ORDER. 


This case being at issue upon complaint and answers 
on file, and having been duly heard and submitted by 
the parties, and full investigation of the matters and 
things involved having been had, and the Commission 
having on the date hereof made and filed its report 
containing its findings of fact and conclusions thereon, 
which said report is hereby referred to and made a part 
hereof; and the Commission having found in said re- 
port that the above-named defendants have been and 
are subjecting complainants, on traffic from St. Louis, 


Mo., and other Mississippi River crossings taking the 
same rates, to Topeka, Salina, Hutchinson, Wichita, 
Dodge City,.and Goodland, in Kansas, to the payment 


of class rates which are unreasonable: 


It is ordered, That said defendants be, and they are 
hereby, notified and required to cease and desist, on or 
before Oct. 1, 1913, and for a period of two years there- 
after to abstain, from charging, demanding, collecting, 
or receiving said class rates. 

It is further ordered, That said defendants be, and 
they are hereby, notified and required to establish, on 
or before Oct. 1, 1913, upon notice to the Interstate Com- 
merce Commission and the general public by not less 
than five days’ filing and posting in the manner pre- 
scribed in Section 6 of the Act to Regulate Commerce, 
and for a period of two years thereafter to maintain 
and apply on said traffic from St. Louis, Mo., and other 
Mississippi River crossings taking the same rates, in 
lieu of said class rates, other class rates which shall 
not exceed the following, as reasonable rates, in cents 
per 100 pounds: 


a To— 1 23 46565ABCD SE 
0 I abhi on cede A Dae ate 80 62 49 38 28 32 26 22 18 15 
au FU Sys re eee 107 88 72 55 45 47 38 31 24 19 
Wichita and Hutchinson, Kan. ....110 91 76 60 51 51 38 32 25 19 
Dodg@@ Tee, MGM. cc. cos ciccceee 142 119 98 78 61 68 50 42 35 28 
COOCGHEGENEIS Sbbe c cckbicnsdvccdas 150 123 98 78 61 72 54 47 39 32 
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BUTTER AND EGGS FROM TOPEKA 


1. & S. DOCKET NO. 200 OPINION NO. 2395 
(27 I. C. C. Rep., P. 692.) 

IN THE MATTER OF THE INVESTIGATION ANI 
SUSPENSION OF ADVANCES IN RATES BY CAR: 
RIERS FOR THE TRANSPORTATION OF BUTTER 
AND EGGS FROM TOPEKA, KAN., TO MEMPHIS, 
TENN., AND OTHER POINTS. 

May 13, 1913. Decided June 18, 1913. 


The proposed withdrawal of commodity rates on butter and 
eggs from Topeka to Memphis and the Southeast and th¢ 
imposition of higher class rates held not to have beeg 
justified of record. 






Submitted 


H. D. Driscoll for Topeka Traffic Association. 

W. F. Dickinson and Wallace T. Hughes for Chi 
cago, Rock Island & Pacific Railway Co. 

T. J. Norton and A. A. Hurd for Atchison, Topeka 
& Santa Fe Railway Co. 

Henry G. Herbel for Missouri Pacific Railway Co. 

Fred H. Wood and F. C. Dumbeck for St. Louis @ 
San Francisco Railway Co. ; 

H, A. Scandrett for Union Pacific Railroad Co. 


Report of the Commission. 
HARLAN, Commissioner: 

For some years butter and eggs have moved from 
Topeka, in the state of Kansas, to Memphis and other 
destinations in the Southeast under commodity rates 
established at the request of shippers located at Topeka 
in order that they might compete in that territory with 
shippers from Chicago. Although commodity rates apply 
to Chicago from all points in the state, Topeka is the 
only city west of the Missouri River that was given 
commodity rates to southeastern destinations; all other 
points in the state take class rates to the Southeast, 
That is the adjustment in effect to-day. In consequencj 
of complaints that undue discrimination resulted from th» 
application of commodity rates from Topeka while clas; 
rates were applied to the Southeast from other points i! 
Kansas, the respondents, on Feb, 1, 1912, advanced thu 
flat and proportional carload rates from Topeka to that 
territory by 5 cents per 100 pounds. This, however, did 
not satisfy the shippers from other points in the state; 
it is said that they insisted upon having the same dif 
ferentials under the class rates that were available to 
shippers from Topeka, In consequence of these renewed 
protests, the respondents undertook, by the tariff under 
suspension, which was filed to take effect on Jan. 1, 
1913, to withdraw the commodity rates from Topeka and 
to restore the class rates. The explanation of thig 
course, as given of record, is that they were afraid the 
continuance of commodity rates into the Southeast from 
Topeka might later result in requiring them to extend 
the lower rates to practically the entire state; this would 
mean a material reduction in their revenues. Under the 
circumstances the respondents felt justified in restoring 
the class rates from Topeka. 


The carload commodity rate from Topeka to Mem- 
phis is and has been 59 cents per 100 pounds; the new 
tariff proposes to substitute a class rate of 64 cents to 
that point. The proportional commodity rate to Mem- 
phis for destinations beyond is 53 cents, and this is in- 
creased to 64 cents in the new tariff. The less-than-car- 
load rates are increased in like manner. 


We infer from the record that for many years Chi 


cago and the East have been the principal markets for 
butter and eggs from Kansas points, and that the move- 
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ment has been and is quite substantial. The movement 
to the Southeast has been a matter of slow growth and 
has been built up largely by the particular protestant 
here against the new tariff, namely, the Continental 
Creamery Co., located at Topeka. Although butter and 
eggs in the Western Classification take third-class rates 
in carloads and second-class rates in less-than-carload 
quantities, the entire state of Kansas for a number of 
years has had the benefit of commodity rates, 15 cents 
under the third-class rates, to Chicago, Peoria, St. Paul 
and other eastern points taking the same rate. On the 
other hand, all points in the state except Topeka, as 
heretofore stated, take class rates to the Southeast. The 
record does not disclose that shipments are made to the 
Southeast from other points, but it does appear that, 
although Topeka alone has had the benefit of special 
commodity rates to the Southeast for six or seven years, 
no complaint of this has been made by other points until 
quite recently, when objection was made by one shipper, 
Swift & Co., at Hutchinson. The objection, which was 
stated of record by the respondents and not by Swift & 
Co., and the fact that under existing tariffs other points 
in Kansas are shown as taking class rates to the South- 
east, is the only justification offered by the carriers of 
their proposal to impose class rates on Topeka in place 
of the commodity rates which it has enjoyed for some 
years and upon the basis of which a substantial traffic 
in butter and eggs to the Southeast has been created. 
Under the statute the burden rests upon the respondents 
to show that the proposed increased rate is just and 
reasonable. This they have not done. The record dces 
not satisfy us that the present rates are unduly low or 
that the proposed rates are reasonable. 

The traffic moves largely under concentration ar- 
rangements, that is to say, dealers have established 
themselves at favorable points and there receive butter 
and eggs from the surrounding countryside in less- than- 
carload quantities, and from these points make their 
shipments to the various markets in straight or mixed 
carloads. The protestant, in the early years of its efforts 
to get into the Southeast, shipped in lots of 2,000 pounds 
or more. But gradually the business was extended and 
pssumed substantial proportions; during the year 1912 it 
thipped 134 cars to southeastern destinations, aggregat- 
ing in weight 3,650,000 pounds; it also shipped three- 
quarters of a million pounds of eggs through the same 
territory for export. While much is said in the record 
in regard to claims on traffic of this character the pro- 
testant asserts, on the brief filed in its behalf, that 
during the past year no claim was made on its ship- 
ments to Memphis. Whether claims were made with 
respect to shipments beyond Memphis does not appear. 
However that may be, the record gives no indication of 
any greater liability for claims on traffic to the South- 
east than on the traffic to Chicago and the East to 
which points commodity rates are in effect. 


Kansas City takes class rates on butter and eggs to 
the Southeast, and doubtless some shipments are made 
from that point. It will be observed, however, that 
although Topeka is only 67 miles west of Kansas City 
the carload rate from the latter point to Memphis is 45 
cents, while the present rate from Topeka is 59 cents 
and the proposed rate 64 cents. Considering the small 
difference in mileage, the present commodity rate from 
Topeka to Memphis seems high enough, when compared 
with the present class rate of 45 cents from Kansas City. 
Moreover, the spread of but 3 cents between the Topeka 
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rate and the Kansas City rate to St. Louis suggests 
that the proposed spread of 19 cents to the Southeast is 
too wide. The proposed class rates are the combina- 
tion rates based on Kansas City. 

The carriers did not attempt to show that the pres- 
ent rates are not remunerative, and practically no at- 
tempt was made to show that the proposed increased 
rates are reasonable, nor was any effort made to show 
a need of additional revenue. The case of the respond- 
ents is based on the general theory that Topeka ought 
not to have commodity rates while the rest of the state 
takes class rates. While there is a certain amount of 
plausibility in that defense of the proposed increased 
rates, when analyzed it is not in itself convincing, par- 
ticularly when the rates in question are on foodstuffs, 
such as butter and eggs, which may be regarded as 
among the necessities of life. The carriers voluntarily 
gave Topeka the lower commodity rates, and for several 
years have been satisfied with their earnings under those 
rates. Moreover, under the previous class rates the 
traffic from Topeka to the Southeast was negligible; 
and there is no showing of record that there is any 
substantial movement to the Southeast from other points 
in Kansas which now take class rates. It is shown that 
the movement from Topeka has grown slowly under the 
commodity rates and has now assumed substantial pro- 
portions. The mere fact that Topeka has a lower basis 
of rates than other towns in the state may indicate on 
its face that there is a maladjustment and an improper 
relation of rates; but without a further showing there 
is just as strong a basis for the inference that the class 
rates from other communities are too high as for the 
inference that the commodity rates from Topeka are too 
low. There is no indication of record that the other 
towns compete or wish to compete with Topeka in ship- 
ping butter and eggs to the Southeast; and there is 
some slight inference to be drawn from the situation, as 
disclosed of record, that large shippers of butter and 
eggs to Chicago and the East do not look with entire 
approval upon the growing traffic in these commodities 
to the Southeast. The only railroad witness who testi- 
fied was an official of the Santa Fe, which line moved 
but two cars of butter and eggs from Topeka to the 
Southeast during the year 1912. He referred to the 
large loss of revenue that would result if the commodity 
basis were extended to other Kansas towns, but did not 
explain how this would follow. If these rates are of 
that importance to the carriers it was not manifested 
either by their interest in the proceeding or by the 
proof offered in justification of the new tariff. 

Upon the record the respondents have not shown 
sufficient justification for the proposed withdrawal of the 
present commodity rates from Topeka and the imposi- 
tion of class rates. Our finding is that the present 
rates are just and reasonable and ought not to be ex- 
ceeded for the future. In this connection see State of 
Kansas vs. A., T. & S. F. Ry., 27 I. C. C., 673 [In this 
issue]. 

An order will be entered 
findings. 


to give effect to these 


ORDER. 


It appearing, That on Dec. 20, 1912, the Commission 
entered upon an investigation concerning the propriety 
of proposed schedules of rates on butter and eggs con 
tained in the following tariff: W. H. Hosmer, ‘agent 
I, C. C. No. A-356, and ordered that the operation o/ 
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said schedules contained in said tariff be suspended 
until May 1, 1913; and on April 4, 1913, suspended the 
operation of the following: W. H. Hosmer, agent, Sup- 
plements Nos, 4, 5 and 6 to I. C, C. No. A-356 until 
Aug. 29, 1913; 

It further appearing, That a full investigation of tiie 
matters and things involved have been had, and that the 
Commission has, on the date hereof, made and filed a 
report containing its findings of fact and conclusions 
thereon, which said report is hereby referred to and 
made a part hereof: 


It is ordered, That the carriers parties to the said 
tariffs me, and they are hereby, notified and required, on 
or before Aug. 20, 1913, to cancel said proposed 
schedules. 

It is further ordered, That the respondents herein 
be, and they are hereby, notified and required to con- 
tinue in effect for a period of two years from the date 
hereof rates for the transportation of butter and eggs 
from Topeka, Kan., to Memphis, Tenn., and other points 
in the Southeast named in said tariffs, which shall not 
exceed their rates on said commodities now in effect 
over their lines from Topeka, Kan., to Memphis, Tenn. 


MILLING AT LOCKPORT 
CASE NO. 4918 OPINION NO. 2396 
(27.1. C. C. Rep., P. 696.) 

FEDERAL MILLING CO. VS. MINNEAPOLIS, ST. PAUL 
& SAULT STE. MARIE RAILWAY CO. ET AL. 
Submitted Nov. 26, 1912. Decided June 18, 1913. 

The aggregate rate on wheat, all rail, from Minneapolis to 
New York, via Chicago and Lockport, N. Y., is 26 cents 
and on flour 25 cents. The aggregate rate on this wheat 
milled in transit at Lockport is 27.2 cents. Rate on wheat 
held to be unreasonable to the extent that it exceeds the 
rate contemporaneously in effect on flour, and defendant 
carriers required to maintain on wheat milled at Lockport 
transit rates and regulations on the same relative basis as 
proposed by them in Board of Trade of the City of Chicago 
=—Cc A ARE OTK BL. G&G CG, ae. 

David Tice and Geo. C. Lewis for complainant. 

O. W. Dynes for Chicago, Milwaukee & St. Paul 
Railway Co. 

Ernest S. Ballard and Clyde Brown for New York 
Central & Hudson River Railroad Co., Lake Shore & 
Michigan Southern Railway Co. and West Shore Railroad 
Co, 

R. B. Scott for Chicago, Burlington & Quincy Rail- 
road Co. 

James B. Sheean for Chicago, St. Paul, Minneapolis 
& Omaha Railway Co. 

Alfred H. Bright for Minneapolis, St. Paul & Sault 
Ste. Marie Railway Co. 

Winston, Payne, Strawn & Shaw for Chicago Great 
Western Railroad Co. 

Cc. C. Wright for Chicago & Northwestern Railway 


Report of the Commission. 
CLEMENTS, Commissioner: 

Complainant operates a mill at Lockport, N. Y., 25 
miles northeast of Buffalo. Its flour is sold in the East 
in the territory bounded by Lockport, New York City 
and the northern boundary of Maine. Its chief competi- 
tion in the sale of flour comes from Minneapolis and 
from local mills in the vicinity of Minneapolis. During 
the season of open navigation, which extends from seven 
to nine months a year, complainant buys practically all 
of its wheat at Duluth and ships it across the Lakes 
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to Buffalo, thence by rail to Lockport. The lake-and- 
rail rate applicable during this season is from 2 to 3 
cents under the all-rail rate on flour from Minneapolis 
of 25 cents, but during the three to five months of 
closed navigation, when it becomes necessary to draw its 
wheat from Minneapolis via the all-rail routes, it is com- 
pelled to pay a rate of 26 cents, which is in excess by 
1 cent of the rate on flour from that point. he latter 
rate is made up by combination of a proportional rate 
of 10 cents from Minneapolis to Chicago, applicable on 
business originating beyond Minneapolis, and a reship- 
ping rate of 16 cents from Chicago to New York, Lock- 
port being in the New York rate group. The rate of 
25 cents on flour from Minneapolis to Lockport is made 
by combining the rate of 8.3 cents from Minneapolis to 
Chicago with the rate of 16.7 cents from Chicago to New 
York. It appears that this proportional of 8.3 cents is 
in reality the balance of a through rate, but that it is 
recognized to all intents and purposes as a proportional. 
Thus it will be noted that while the reshipping rate on 
flour from Chicago to New York is 0.7 cents higher 
than the rate on wheat between the same points, the 
proportional rate on flour from Minneapolis to Chicago 
is 1.7 cents below the rate on wheat between those 
points. While the complaint alleges generally that the 
aggregate through rate of 26 cents on wheat from Min- 
neapolis to New York is unduly prejudicial as compared 
with the rate on flour of 25 cents between the same 
points, and the prayer of the petition is for “a through 
all-rail rate from Minneapolis to New York of not to 
exceed 25 cents, with proportionate rates and differ- 
entials to other points east of Chicago,’ the complaint 
is specificially directed to that part of the rate on wheat 
accruing between Minneapolis and Chicago of 10 cents, 
because it exceeds the rate on flour between the same 
points of 8.3 cents, and it is stated of record that a 
reduction in the wheat rate between Minneapolis and 
Chicago will satisfy complainant’s demands. 

At the hearing it developed that complainant’s real 
requests were broader than contained in the petition, 
and that, as a matter of fact, complainant is now at a 
total disadvantage with the Minneapolis miller of 2.2 
cents, inasmuch as, in addition to the payment of a 26- 
cent rate on wheat to Lockport, final transit settlement, 
when the grain is milled at Lockport, is made on basis 
of the through rate on the product not from Minneapolis, 
the point of origin of the wheat, from which point to 
Chicago, as explained, the rate on flour is 1.7 cents less 
than the rate on wheat, but on basis of the rate on the 
flour from Chicago, the breaking point, which is 0.7 
cents in excess of the rate on wheat from Chicago. Com- 
plainant therefore pays 10 cents on its wheat from Min- 
neapolis to Chicago, plus 16.7 cents, which is the rate 
on flour from Chicago to New York City, plus 0.5 cent 
for the privilege of stopping the grain at Lockport for 
milling, or a total of 27.2 cents. The flour from Minne- 
apolis, which moves through to New York at 25 cents, 
and with which complainant finds its chief competition, 
is frequently routed through Lockport. 

We have recently considered in Board of Trade of 
the City of Chicago vs. C. & A. R. R. Co., 27 I. C. C., 
530 [Traffic World, July 19, 1913, p. 156], the question 
of the reasonableness of the rate of 10 cents on wheat 
from Minneapolis to Chicago, and there found that that 
rate was not unreasonable or unduly prejudicial. In 
that case the carriers expressed a willingness to put 
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into effect a rate of 25 cents from Minneapolis to the 
East on wheat, with the privilege of milling in transit 
at Chicago, in equalization of practically the same dis- 
ability at Chicago of complainant at Lockport with re- 
spect to the 25-cent rate on flour to the East from Min- 
neapolis. We find no justification upon this record for 
a higher rate on wheat than on flour between Minne- 
apolis and New York City, and we think an arrangement 
similar to that proposed at Chicago should be made 
effective on wheat milled at Lockport. We find that in 
maintaining all-rail rates on wheat from Minneapolis to 
New York in excess of rates contemporaneously applic- 
able on flour from Minneapolis to New York, defendants 
are subjecting complainant to an undue prejudice and 
disadvantage, and an order will be entered requiring 
them to cease and desist therefrom. 

We shall make no order at this time, but shall re- 
tain the case until Oct. 1, 1913, within which period we 
shall expect the carriers to give effect to these findings. 
Otherwise steps will then be taken to enter a definite 
order. 


NEWS PRINT PAPER RATES O. K. 


CASE NO. 4354 OPINION NO. 2397 
(27 I. C. C. Rep, P. 699.) 
HENNEPIN PAPER CO. ET AL. VS. NORTHERN PA- 
CIFIC RAILWAY CO. ET AL. 
Submitted April 27, 1912. Decided June 18, 1913. 

The application on news print paper of lower rates from New 
England milling points to Central Freight Association ter- 
ritory and from Wisconsin milling points to southwestern 
points than from Little Falls and Sartell, Minn., to the 
same destinations, not shown to constitute unjust discrimi- 
nation under section 3 of the Act to regulate commerce. 
Complaint dismissed. 

Orren E. Safford for complainants. 

Felix J. Stryckmans for Pulp & Paper Manufactur- 
ers’ Traffic Association of Wisconsin, intervener. 

Emerson Hadley for Northern Pacific Railway Co. 
and Chicago, Burlington & Quincy Railroad Co. 

J. G. Morrison for Chicago Great Western Railroad 

Co. 

O. W. Dynes for Chicago, Milwaukee & St. Paul 

Railway Co. 

W. F. Dickinson and Wallace T. Hughes for the 

Chicago, Rock Island & Pacific Railway Co. 

D. P. Connell for Cleveland, Cincinnati, Chicago & 

St. Louis Railway Co. 

H. H. Brown for Great Northern Railway Co. 
F. Cc. Dillard, H. A. Scandrett and L. T. Wilcox for 

Union Pacific Railroad Co. 

Cc. C. Wright for Chicago & Northwestern Railway 

Co. 

Alfred H. Bright for Minneapolis, St. Paul & Sault 

Ste. Marie Railway Co. 

Report of the Commission. 


CLEMENTS, Commissioner: 

The complainants in this proceeding, the Hennepin 
Paper Co. and the Watab Pulp & Paper Co., are engaged 
in the manufacture of paper, operating mills at Little 
Falls and Sartell, Minn., respectively. Their petition 
alleges that the rates on news print paper in carloads 
from the points named to destinations in Central Freight 
Association territory and in the Southwest are unjust, 
unreasonable and discriminatory, and compares them 
with rates in effect to Central Freight Association terri- 
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tory from points in New England and from Ashland, 
Wis., and to the Southwest from Wisconsin mills. Com- 
plaint is also made of the rate on scrap paper from 
Kansas City, Mo., and Omaha, Neb., to Sartell, which it 
is alleged exceeds rates to farther distant points in Wis- 
consin. Reparation is asked. 

While the petition contains a general allegation of 
unreasonableness, as above stated, it appears that dis- 
crimination is the real cause of complaint, it being stated 
both in testimony and briefs that a lowering of the rates 
from complainants’ mills or an increase in competitors’ 
rates would give the relief desired; that the complaint 
is not one primarily of undue revenue to the carriers 
defendant. 

Practically the entire output of the paper mills in 
Minnesota is news print paper and the points of produc- 
tion are Little Falls, Sartell, Cloquet, Grand Rapids and 
International Falls. Little Falls and Sartell are local 
stations on the Northern Pacific Railway, 98 and 69 
miles, respectively, northwest of. Minneapolis, Minn. 

In Wisconsin this commodity is manufactured at 
points in the Fox River and Wisconsin River districts, 
located in eastern and central western portions of the 
state, respectively, also at several points in the north- 
ern part of the state. It does not appear from the rec- 
ord that any news print paper is manufactured at Ash- 
land, Wis. 

News print paper is also manufactured largely at 
many points in New York and the New England states, 
from Buffalo, N. Y., to Maine. 

In Central Freight Association territory complainants 
compete not only with mills in Millinockett, Me., and 
other New England points, but with those in New York 
and Wisconsin. For instance, to Cincinnati, O., the rates 
from the various producing points are as follows: Mil- 
linockett, 18 cents; Watertown, N. Y., district, 16 cents; 
Niagara Falls, N. Y., district, 13 cents; Fox River and 
Wisconsin River districts, 15 cents; Hau Claire, Lady- 
smith and Rhinelander, 17 cents; Little Falls and Sar- 
tell, 21% cents. It was testified that the rates from 
the Wisconsin mills to Central Freight Association terri- 
tory have been in effect for about nine years and were 
made with relation to rates from the New York mills. 
The defendants introduced no direct testimony, but it is 
fairly to be inferred that the rates from New England 
points were established with a view to enabling mills in 
that section to compete in Central Freight Association 
territory with the less distant New York and Wisconsin 
mills. The carriers transporting the traffic from New 
England points are not the ones responsible for rates 
from the Minnesota mills to the territory referred to. 

While rates in distant sections of the country may 
be considered in passing upon the reasonableness of 
rates under section 1, especially if they are shown to be 
made under substantially similar conditions of competi 
tion and transportation, they form no basis for a find 
ing of discrimination under section 3 unless responsibil 
ity for such rates and the higher rates under attack is 
shown to rest with the same carrier or carriers. 


To indicate the discrimination in rates to southwest 
ern points, which they allege is unjust, complainant: 
compare rates and distances from Little Falls and Rhine 
lander. The latter, however, is one of the farthest dis 
tant of the Wisconsin milling points from southwestern 
destinations. The following table indicates the rates an: 
distances from those and other mills in Wisconsin an‘ 
Minnesota to destinations involved: 
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RATES IN CENTS PER 100 POUNDS; DISTANCES IN MILES. 


Wisconsin Mills. 


Eau Rhine- Grand 
Claire lander. Menasha. Rapids. 
@ @ a @ 
= = S 2 
To— a. ge oe ¢ 8 g 
a = a ~ & 7 3 = 
Q ioe} Q oo} Q % Q ox} 
St. Paul, Minn... 86 6 219 8 274 12% 182 12% 
Chicago, Ill.......312 12 311 12 178 10 245 10 
Peoria, Fib.wccss.- 409 16 441 16 308 15 375 15 
St. (Louis, Mo....559 16 595 16 462 16 529 16 
Marshalltown, Ia.318 15 450 15 408 15 352 . 15 
Des Moines, Ia...351 18 449 18 78 18 410 18 
Omaha, Neb...... 438 20 536 20 603 20 519 20 
Kansas City, Mo.572 20 717 20 617 20 623 20 
Minnesota Mills. 
Inter- 
Little Grand national 
Falls Cloquet. Rapids. Falls. 
¢ <j ¢ é 
To— 22S. gael el io i ghergt acg 
St. Paul, Minn...106 6 136 7 245 8 334 10 
Chicago, Ill......501 15 531 15 642 15 729 16 
Peoria, T......6. 544 16 574 16 683 16 772 17 
St. Louis, Mo....699 17 729 17 838 17 937 18 
Marshalltown, I1a.333 16 363 16 477 16 561 17 
Des Moines, Ia.. .366 17 396 17 500 17 594 18 
Omaha, Neb...... 449 20 479 20 590 20 692 21 
Kansas City, Mo.632 20 662 20 776 21 860 21 


Included in this table are certain changes made since 
the hearing of this case. Reductions of 1 cent per 100 
pounds have been made in the rates from complainants’ 
mills to Chicago, Peoria, St. Louis, Marshalltown, Des 
Moines, Leavenworth, St. Joseph and Kansas City. The 
rates from Little Falls and Sartell to Leavenworth, St. 
Joseph and Kansas City are now the same as, and those 
to Des Moines 1 cent lower than, rates from the Wis- 
consin mills. 

A number of the Wisconsin mills are reached by 
roads running to the Missouri River, and it is testified 
that the rates to the Southwest were made by those di- 
rect lines. The Northern Pacific takes complainants’ out- 
put only as far as Minnesota Transfer. It is not shown 
of record that any carrier or carriers responsible for 
rates from the Wisconsin mills control rates from Little 
Falls and Sartell, and there is therefore no basis for a 
finding of discrimination under section 3. 

No testimony was introduced bearing on the rate on 
scrap paper from Kansas City, Mo., and Omaha, Neb., to 
Sartell, complaint with reference to which was based 
on the allegation that it exceeded the rate from the same 
points ‘to Neenah, Menasha and Appleton, Wis., which 
are farther distant than Sartell. At the time the com- 
plaint was filed the Wisconsin points named took the 
Chicago rate of 18 cents, but since the hearing the rate 
on serap paper in mixed carloads has been reduced to 
16 cents. Scrap paper mixed with rags and old rope 
still takes the 18-cent rate. There is no through rate to 
Little Falls and Sartell from either Kansas City or 
Omaha, the lowest combination being 18 cents per 100 
pounds, based on St. Cloud, Minn. 

It follows from the above findings that the complaint 
must be dismissed, and it will be so ordered. 


CAR SURPLUS AND SHORTAGE 





Statistical Bulletin No. 147-A of the American Rail- 
Way Association gives a summary of car surpluses and 
Shortages by groups from April 11, 1912, to July 15, 1913. 

Total surplus—July 15, 1913, 76,280 cars; June 30, 
1913, 70,740 cars; July 18, 1912, 75,389 cars. 


Compared with the preceding period, there is an 
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increase in the total surplus of 5,540 cars, of which 426 
is in box, 137 in flat, 2,148 in coal and 2,829 in miscel- 
laneous cars. The increase in box car surplus is in 
groups 1 (New England lines), 2 (New York, New Jersey, 
Delaware, Maryland and eastern Pennsylvania), 3 (Ohio, 
Indiana, Michigan and western Pennsylvania), 6 (lowa, Illi- 
nois, Wisconsin and Minnesota) and 9 (Texas, Louisiana 
and New Mexico). The increase in flat car surplus is in all 
groups, except 1 (as above), 8 (Kansas, Colorado, Okla- 
homa, Missouri and Arkansas) and 9 (as above). The 
increase in coal car surplus is in groups 2, 3 (as above), 
5 (Kentucky, Tennessee, Mississippi, Alabama, Georgia 
and Florida), 7 (Montana, Wyoming, Nebraska and the 
Dakotas) and 8 (as above). The increase in miscel- 
laneous car surplus is in groups 3 (as above), 4 (the 
Virginias and Carolinas), 6, 9 (as above) and 10 (Wash- 
ington, Oregon, Idaho, California, Nevada and Arizona). 

Total shortage—July 15, 1913, 6,875 cars; June 30, 
1913, 7,036 cars; July 18, 1912, 6,467 cars. 

Compared with the preceding period, there is a de- 
crease in the total shortage of 161 cars, made up as 
follows: An increase of 799 in box and 584 in miscel- 
laneous, and a decrease of 549 in flat and 995 in coal 
car shortage. The increase in box car shortage is in 
groups 2, 5, 6, 7, 9 and 10 (as above). The increase in 
miscellaneous car shortage is in groups 1, 3, 7 and 10 
(as above). The decrease in flat car shortage is in all 
groups, except 6 and 10 (as above). The decrease in 
coal car shortage is in all groups, except 9 and 10 (as 
above). 

Compared with the same date of 1912, there is an 
increase in the total surplus of 891 cars, made up as 
follows: 2,718 in box and 1,064 in flat, and a decrease 
of 2,217 in coal and 674 in miscellaneous car surplus. 
There is an increase in the total shortage of 408 cars, 
made up as follows: 665 in box and 701 in miscellaneous, 
and a decrease of 710 in flat and 248 in coal car shortage. 

Detail figures follow: 





SURPLUSES. 
Coal, 
Gondola 
and Other 
Date. Box Flat. Hopper. Kinds Total. 
7, ae Se eee 3,221 13,203 24,745 76,280 
June 30, 1918......... 34,685 3,084 11,055 21,916 70,740 
Jume 14, 1913......... 38,190 3,272 11,098 23,576 71,126 
May 16, 1913......... 28,008 3,286 12,267 22,417 61,269 
Agen 16; 1983... c..6. ss 22,744 3,967 21,845 22,159 70,715 
eee, (PPE. wa icces 17,632 2,915 17.867 19,584 57,998 
POM Be, BBO s coca Sed 16,809 5,254 12,243 18,394 52,700 
SOM: Wey, BB1Ban ccs vn 19,779 4,53 12,151 16,769 53,230 
[ 200. DERas key sees 5,713 2,981 6,602 11,318 26,614 
ee. OE, TORR Asia 4,542 1,577 6,167 10,077 22,363 
eS > 2,179 1,197 5,123 8,790 17,289 
Seme: 36, Weis... .5%5.. 8,351 1,364 6,194 10,845 26,754 
Aug. 29, 1912........ 14,180 1,853 5,293 14,721 36,047 
Aug. Il, 1912......... 26,004 2,144 11,964 23,762 65,904 
July eee ee 29,662 3,038 13,242 24,789 70,731 
June 6, 1912......... 23,906 3,507 35,785 26,010 89,208 
Baay ©, 1912........« 20,000 3,261 83,512 29,377 136,776 
pe) ol ae 17,616 5,684 48,800 22,843 94,943 
SHORTAGES. 
Coal, 
Gondola 
and Other 
Date. Box Fiat. Hopper. Kinds. Total 
Pi. ee Oo ee 3,161 921 1,826 967 6,875 
P lS O'S ee 2,362 1,470 2,821 383 7,036 
sume 346, WOT iw. oo 3,205 1,633 2,033 "328 7,199 
May. Ba, WOGBi cc. oc tee 3,881 2,449 4.226 419 10,975 
pO ge Sa 7,181 1,965 2,196 1,875 13,217 
Wee; 43D) BORK nw st ccc 12,651 1,856 3,776 1,940 20,223 
“ES 6 Ol eee 19,184 1,750 7,196 2,387 30,517 
JOR: + Bb, Uys ckvcatr 17,569 2,093 3,509 1,620 24,791 
ee SO ee 36,531 3,797 15,403 5,275 61,006 
OO Baa Bees enc nwas 43,007 4,794 18,172 2 73,475 
Ost. 36, Beeseevéiisal. 40,356 5,034 18,37 67,270 
Sept. 36, 1913.0 ...6.%5 27,294 3,569 11,711 44,547 
BGG. FD, THR 6 « cieses 14,907 3,179 7,008 26,297 
BE es EE cls'c are > 4,197 2,245 2,779 9,394 
July eS ae 3,461 1,856 1,036 6,707 
ames Ge BBA. wisiact 942 1,067 645 2,822 
May DR, Beees< serene 3,294 1,454 1,233 § 6,678 
Aprlt. 12, TST. . o.c cies 9,646 1,337 1,222 3,349 15,554 
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OVER AND SHORT BUREAU 


Editor THe TRAFFIC WorRLD: 

In your issue of June 21 you give a very interest- 
ng account of the meeting of the freight agents at their 
«nnual meeting at Buffalo, and the article has no doubt 
teen read with much profit by many of your sub 
scribers, 

The operation of the Over and Short Bureau is 
particularly interesting to me, as I have given much 
thought to this question. The sale of “over” and “re- 
fused” shipments seldom results in other than an eco- 
nomic loss, and for a long time I have been of the 
opinion that greater efforts should be made to notify the 
shipper of the carrier’s failure to make delivery in 
order that the revenues of both the carrier and the 
shipper may be conserved. The Over and Short Bureau 
idea should be extended, and the scope of its work 
should also include the responsibility of endeavoring to 
reduce the number of shipments sold to satisfy freight 
charges. Very few shippers would refuse to give dis- 
position of refused or unclaimed goods if notified within 
a reasonable time after shipment. 

As to the value to both the railroad and the patron 
of matching overs against shorts, there can be no ques- 
tion, and while the carriers may hesitate on account of 
expense to extend this service generally, it must be 
apparent to them that as soon as a bureau commences 
to do effective work the expense of maintaining it is 
a mere bagatelle as compared with the losses paid 
through failure to locate promptly shipments that go 
astray. The chief objection will probably be that the 
earnings of a bureau of this kind cannot be figured in 
dollars and cents, and now that the carriers are loath 
to incur additional expenses co-operation may be diffi- 
cult to secure unless the officials can be shown that 
the saving will justify the cost. The agents should see 
that this matter is brought to the attention of the 
operating officials and claim agents, and, even though 
not successful at first, should be constantly kept in mind 
until the opportune time arrives to bring it up again. 

With respect to the “certified weight,” I fear the 
agents have given more consideration to their con- 
venience than to a careful study of this question. In 
order that I may not be misunderstood, will say that I 
am heartily in accord with them in principle, but their 
remedy seems to be out of gear with the trouble. 

To begin with, the carrier can no more shift the 
responsibility for applying the proper weight than it 
can for the application of the proper rate, and the plat- 
form scale cannot be dispensed with until the law is 
amended relieving the carrier of its responsibility in 
this respect, and this will never be done. 

A careful survey of the situation will develop some- 
thing more practicable, to my mind. In the first place, 
the character of the shipper, and, in the second place, 
the conditions under which the goods are received, must 


be considered, and these two factors studied so as to 
obtain the best results. It is entirely unreasonable to 
think of requiring many shippers to show weights on 
their bills of lading, for the reason that they have no 
method of determining them; this is particularly true in 
the case of infrequent shippers, such as persons send- 
ing household goods, or farmers shipping produce and 
the like. In the case of other houses, the carriers could 
not afford to accept weights. Between these two ex- 
tremes, however, which I believe to constitute a small 
majority of shippers, there is a large number who could 
and should show this information with advantage to 
themselves, as well as to the carriers, and with respect 
to this class I can speak with knowledge. 

Shippers may be induced to do this by a proper 
presentation of the case, but they cannot be compelled 
to do so. It is doubtful if the passage of laws, both 
state and interstate, could ever be secured requiring 
this; so instead of that remedy, I suggest that the 
agents start in a small way by taking the question up 
with the large shippers, pointing out the advantages to 
be derived by them and their customers from this prac- 
tice, which are as follows: 

1. Insuring the proper amount of charges on pre- 
paid shipments. 

2. Protecting the customer, who is quick to appre- 
ciate the interest shown by the seller. 

3. The elimination of claims for overcharge in 
weight. 

4. The great saving in the time of the trucks, which 
will more than offset the extra work of the shipping 
clerk. 

5. The saving in time of the carrier, by which the 
shipper directly benefits, as well as the railroad, 


Properly presented, these facts will induce any rea- 
sonable shipper at least to give the system a trial, and 
the rest is easy. Many New York houses show weights 
on their receipts under arrangements with carriers, but 
many others are deterred from doing this, as it has been 
the practice of the agents to scratch all weights, regard 
less of their accuracy. If the carriers will only make 
known the fact that they desire shippers to show the 
weight they will be surprised to find out what a large 
percentage of them will do so without laws compelling 
it. The carriers will always have to guard against 4d: 
ception, as they do at present. There are, and always 
will be, shippers who will endeavor to take advantage 
of the carriers by understating the correct weight, but 
this condition is not confined to freight traffic—it is 
found in all lines of business, and the system shou 
not be condemned because of a few dishonest m« 
chants. If they are not deterred by the present law 
the passage of another under which the “certified” pla! 
proposed would obtain, would not cause them to 
more honest. ; 

The saying, “you may lead a horse to water,” et 
should be considered by the agents in this connecti: 





th 
te! 
of 
Sal 
the 
the 
the 
aff 
of 
tha 
the 
tior 
Mel 


reti 
Ban 
the 

verb 
com: 
Hav 
tion 

arral 


July 26, 1913 


They will find the public responsive if it is put in the 
right way. The agents have too much “force” and too 
little “lubricant” in their recommendation. They should 
follow the example of their higher officials and get the 
public with them. It is wonderful how much we can 
accomplish when we pull together. The time for pulling 
otherwise has about passed. W. H. CHANDLER. 
New York, N. Y., July 15, 1913. 


PRESIDENT MELLEN’S RESIGNATION 


THE TRAFFIC SERVICE NEWS BUREAL 
Coiorado Building, Washington, D. C. 

The resignation of President Mellen of the New 
Haven caused probably more comment about the Com- 
mission than in the financial circles which, naturally, have 
the greatest personal interest in the fortunes of men 
who take hold of railroad properties and boldly plunge 
into operations that conservative persons are apt to con- 
sider somewhat venturesome, if no stronger term is used. 

The feeling in Washington is that the report of the 
Commission on the financial operations and service of 
the New Haven forced the retirement of Mr. Mellen. 
Whether that should have been the effect nobody about 
the Commission cared to discuss publicly. The fact is 
what was commented upon. At the time of his retire- 
ment from the Boston & Maine there was a general 
opinion that he would soon retire from the New Haven. 

The retirement suggests the thought that while a 
closely knit minority of stockholders may be able to 
control an immense property, and, for a time do with 
it as it pleases, unless its operations meet the approval 
of the Interstate Commerce Commission, the control will 
not be long continued. 

In a way the Commission has become the representa- 
tive of the unorganized majority stockholders in every 
big railroad system, charged with the duty of keeping 
a check upon the unified minority which is able to 
exercise control by reason of its powers of persuasion in 
the matter of getting proxies. 

There are several systems which, through a minority 
holding in one or more smaller systems, are able to 
dictate the policy of the smaller systems. The outcome 
of the investigation of the New Haven suggests that if 
the course of the dominating minority in any- given sys- 
tem creates dissatisfaction among a considerable number 
of the unorganized majority of stockholders and the dis- 
satisfaction is great enough to attract the attention of 
the Commission, an investigation such as was made of 
the New Haven will be the inevitable result. Then, if 
the unified minority has been wise in administering the 
affairs of the controlled system or property, the report 
of the Commission will serve to strengthen the policy 
that has been followed. If it has been otherwise, then 
the effect can hardly be other than a virtual reorganiza- 
tion, such as is bound to follow the retirement of Mr. 
Mellen. 

Coincident with the announcement of Mr. Mellen’s 
retirement came a notice from the Commission that the 
3angor & Aroostook had withdrawn its complaint against 
the Maine Central. That complaint, stripped of its legal 
verbiage, amounted to a declaration on the part of the 
complaining road that the determination of the New 
Haven management to control all manner of transporta- 
tion in New England was resulting in unjust traffic 
arrangements between it and the Maine Central. 
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SERVICE IN THE IRON REGION 


Hearing at Chicago on Iron Ore Rates from 
Mines to Lake Ports Develops Complete 
History of the Business 


In continuation of the hearing with reference to iron 
ore rates in the Northern Peninsula of Michigan, the North- 
western road introduced the testimony of Mr. Samp- 
son, dock aget at Ashland, who detailed methods of han- 
dling iron ore at that point in substantially the same man- 
ner as the previous witness who had testified regarding 
the same work at the Escanaba dock. 

In reply to Mr. Muller, the witness agreed to furnish as 
complete statistics as possible regarding this work at Ash- 
land covering the past ten years. This Mr. Muller de- 
sired for comparison to show whether there had been any 
increase in the amount of work or expense attached to it 
during recent years. This witness also referred to the ad- 
dition to the work which had been made by the increase 
in the number of grades of ore. He said that these grades 
had increased very extensively during the last three to five 
years. Formerly coal was loaded into the boat as it came 
in; now it is necessary to shift the boat from one pocket 
to another, requiring from 10 to 20 minutes; the number 
of movements and the time required depending upon the 
size of the boats, and the number of grades of ore to be 
taken on, etc. Every boat moves at least once, and the 
men handling the ore are necessarily idle while this work 
is going on. 

A. F. Cleveland, assistant general freight agent, Chi- 
cago & Northwestern, whose work relates wholly to state 
and interstate matters, submitted a large number of ex- 
hibits, giving comparisons of rates in various ore-handling 
districts with those of the Chicago & Northwestern in the 
iron regions of Northern Michigan. He also applied a 
formula suggested by the Interstate Commerce Commis- 
sion in the so-called Wharton case, showing that if this was 
applied, the Northwestern would be giving much higher 
rate than that now in force. The comparisons with roads 
in other districts, including the Norfolk & Western, Balti- 
more & Ohio, Alabama Great Southern, roads in the Ma- 
honing district, in the Birmingham district, and on the 
Pennsylvania road from Sparrows Point, Md., to Steelton, 
Pa., showed rates much higher than the rates for corre- 
sponding distances on the part of the lines involved in 
these cases. On the line from Sparrows Point to Steelton, 
traffic is very heavy, and the consignee does all loading 
and unloading. The Pennsylvania gets 70c for a haul of 
95 miles, making a revenue of $7.56 per ton per mile. As 
a general statement covering these comparisons, it was 
also stated that the rates in the territory involved were, 
as a rule, much lower than in the Northwest. It was 
shown also that the Duluth, South Shore & Atlantic does 
not collect as much for its total charge, as the formula sug- 
gested by the Commission would allow for terminal charges 
only. The witness believed that the iron interests had be- 
come accustomed to the blanket system of rates; that 
any change would seriously disturb business. He also 
stated that there were many other places and commodities 
where the blanket system was applied by the Northwestern 
and other roads, and cited particularly the Springfield 
group of mines, which covered a large part of the southern 
portion of Illinois. Some argument ensued at this point be- 
tween the witness and Mr. Muller as to the cost of service 
theory of making rates. 

The section of the case in which the Soo Line Is par- 
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ticularly interested was opened by O. W. Johnstone, who 
was called to the stand by Mr. Lossow, representing the 
Soo Line. This witness stated that he was special agent of 
the road in charge of the ore situation in the Gogebic dis- 
trict, and had formerly been assistant superintendent of the 
Iron Range road. He outlined the geographical situa- 
tion, stating that the Soo Line served about 7 mines, from 
which the longest haul 56.7 miles and the next longest 
50.4 miles, all ore being hauled to Ashland. He gave a 
statement of tonnage from the various mines in 1912, show- 
ing a total of little over one million tons in that year com- 
pared with 542,726 tons in 1911. He stated that grades 
were up and down between Ashland and Gogebic, making 
it necessary to haul the loads partially against the grades. 
During the last few years ore has been graded very closely, 
and in handling requires much mixing, and cars must be 
switched to the proper location. With reference to han- 
dling coal from the stock piles, he stated that if the stock 
piles were never frozen it might be possible to load from 
them more cheaply than from the main shaft, but this 
was not a fact in practice. He spoke of clearing out one 
stock pile at Ashland that had been standing for 8 years, 
and in the middle they found ice and snow as white as the 
day on which it fell. Formerly also stock piles were made 
larger and longer,-making it possible to load the cars more 
rapidly and with less movement of the train. Now it is the 
practice to make several smaller piles, which require fre- 
quent shifting. Sometimes it is necessary to get on three 
sides of the same pile in order to get a load of one grade 
of ore. The tracks must be rebuilt frequently, and shifted 
as the piles diminish in size. About 25 men in all are em- 
ployed whose only occupation is in rearranging the tracks. 

Grading also causes a delay at the mine. He related in- 
stances of sending in 50 to 75 cars in one day and the same 
number the next, and that it was possible to get out only 
from 40 to 50 on the second day, because the cars were still 
held waiting for an analysis of the ore. In making up the 
trains, 16 cars can be hauled from Bessemer to Ironwood. 
At that point they can pick up two more and from Hoyt to 
Ashland forty cars can be handled with double-heading at 
one point. 


He gave a statement of variation in rates, showing that 
in 1887 the rate was 80c; from ’88 to ’91, 70c; from ’91 to 
93, 65c; from ’94 to ’96, 52c; in ’97, 45c, and from ’98 to 
the present time, 40c. He said that there would frequently 
be 7 or 8 different grades in one train load. Old engines 
are turned over for use in switching service, and new high 
capacity engines are used on the line haul. 


The testimony in regard to the handling of ore at the 
docks was similar to that as given by previous witnesses. 
He said that if only one grade of ore was handled, it would 
be possible to handle three million tons a year with pres- 
ent facilities, while now it is difficult to handle one and 4 
half million tons. The hundred cars of one grade of ore 
might be scattered around among a thousand. Sometimes 
it is possible to arrange cars according to grade in the as- 
sembling yards, and take in a car consisting of only one 
«grade of ore, but this was objected to by the unions, and 
now it was only possible to switch for 30 minutes in the 
assembling yards. 

He stated that boat tonnage had increased 67 per cent 
since 1902, and the larger boats, of course, required more 
cars to be assembled in order to get a full load. There had 
also been a considerable increase in wages, such as from 
17%c to 22\%c per hour for dock help, from 261%c to 37c for 
engine foremen, from 25c to 34c an hour for helpers. For- 
merly they paid 25c an hour for overtime and Sundays, 
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and now they were required to pay double time. From 19 
shafts were handled in 1912, 46 different grades of ore, 
and, as the witness stated it, “the more grades the more 


gray hair, and the more expense.” He could not think of any 
part of the transportation process except in the road haul, 


where additional grades do not entail additional cost. He 
had been called upon to fill 50 cars half full, and then 
switch them to another pile a half mile away, and com- 
plete the loading. He did not give this as an objection to 
the demands of the mining people themselves, but stated 
that the trouble was with the chemist at the lower lake 
ports. 

The last few days of the hearing in the ore cases 
at Chicago brought out a large amount of statistical 
testimony which cannot safely be abstracted. 

In the course of the hearing about 150 exhibits were 
introduced. These consisted of statistical documents, 
maps and photographs. 


An important witness for the Duluth, South Shore 
& Atlantic was Prof. Henry G. Riggs, professor of civil 
engineering at the University of Wisconsin, who testified 
regarding the valuation of the property of this road in 
the iron regions. He was examined at great length on 
the figures covering an appraisal which he had made 
tending to show that the amount that road received in 
the way of freight charges on its ore traffic was a com- 
paratively small rate of interest upon its investment. 


In reference to the valuation of the land occupied 
by the road, it was shown to be affected by the pres- 
ence of known deposits of ore, and it was stated that 
the lands which are sold for various purposes are gen- 
erally sold subject to a right*to remove the ore. The 
witness stated that such rights as the Duluth, South 
Shore & Atlantic now has could not be acquired to-day 
at any price. He cited an instance of a mining com 
pany having to remove the railroad tracks from one 
location to another at a cost of $200,000. This involved 
the payment of $5,000 per acre for land. 


J. P. Muller, who appeared for all of the complaining 
companies except the Newport Mining Co., represented 
by Mr. Lyon, and Corrigan & McKinney, represented by 
Mr. Marden, examined this witness at considerable 
length upon the general subject of methods of valua 
tion, in the course of which it was brought out that 
the estimate had been made upon the same basis as it 
would be-for a party seeking to build a new road 0! 
the same lines. 


E. X. Hastings, division superintendent Chicago, Mi! 
waukee & St. Paul, was examined by Mr. Dynes in be 
half of that road. He submitted an exhibit consisting 
of 27 pages of figures, giving the valuation of tracks 
dock, car equipment, capacity, etc. This statemen' 
showed, among other things, that the St. Paul began 
handling ore traffic in 1890, and opened one dock 
Escanaba in 1901, and a second one in 1906. The cost o! 
construction, including the docks, buildings, tracks, e> 
tensions, power and yard tracks, was $1,241,625.69. Co! 
struction expenses in 1900 and 1901 were $358,931.3!, 
equivalent to 6.5 per cent of the total earnings on 0 
traffic to Jan. 1, 1913. Tracks to the mine had involve‘ 
an expenditure of about $21,000, or .004 per cent of t 
same earnings. Assembly yards cost $162,498, or 2.9 per 
cent. Expenses in the Norway district were $108,05!, 
equivalent to 1.9 per cent. For cars have been expende( 
$1,069,702.60, or 19.8 per cent; for engines, $224,356, or 
4 per cent; maintenance on the Escanaba prope! 
amounted to $154,114.87, or 2.8 per cent; interest on t 
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investment in Escanaba and Lake Superior line was 
$124,486.76, or 2.2 per cent; cost of maintenance was 
$589,581.26, or 10.7 per cent. On the Wisconsin & Mich- 
igan Railway the company’s cost of maintenance on 
wheelage basis was $11,940. Maintenance of ore cars for 
12 years had cost $755,280, or 13.7 per cent, and of 
engines $600,000, or 10.9 per cent, of the total earnings 
on the ore to Jan. 1, 1913. The increase in the cost 
of ore cars during the 12-year period was figured at 
21.8 per cent. There had been no material increase in 
the cost of engines since 1901. 

A. M. Clifford, dock agent for the Chicago, Mil- 
waukee & St. Paul at Escanaba, identified a series of 
photographs showing various features of handling ore 
at the docks, and testified on the same general lines as 
men in similar positions who had testified for the North- 
western. 

E. C. Taylor, an engineer in the employ of the Chi- 
cago, Milwaukee & St. Paul, who is employed largely 
upon matters relating to the work of the Interstate 
Commerce Commission, offered a statement showing net 
revenue and revenue per mile of main track for the 
system, which showed that, in so far as the mileage in 
Michigan and in North Dakota is concerned, there had 
been a deficit both in net revenue and in revenue per 
mile of main track. 

In closing the testimony for the Northwestern, Mr. 
Wright called W. H. Finley, assistant chief engineer, 
who stated that he had been connected with the engi- 
neering department of that road for twenty years. He 
explained in detail the expenditure of the road at the 
Ashland and Escanaba docks and as to the matter of 
depreciation. He stated that some parts of the dock 
last longer than others, but in his estimate he had taken 
each pocket separately and noted how long it lasted, 
the amount of repairs, etc. He estimated that the founda- 
tion and piling would indicate a possible life of 40 years. 
He figured depression on the dock as a whole, including 
approaches and tracks, at 7% per cent, making the life 
of the dock 14 years. This estimate corresponded with 
his experience. For the upper portion of the dock he 
figured depression at 9 1-5 per cent, giving life of from 
10 to 11 years for this part of the dock. He gave figures 
concerning costs of construction on the Peninsula divi- 
sion, showing dates, length, cost and time of removal 
and salvage of each portion of the track. All of these 
tracks were used in mine service. He stated as to the 
cost of reproduction that the lumber available now is 
not as good as that which could be obtained years ago. 
The inereased weight of locomotives, and the heavier load 
of trains were more severe upon the docks. 


In reply to questions from Mr. Lyon, the witness 
said that, while engineers at the time the docks were 
constructed may have not known as much about dock 
design and construction as at the present time, yet this 
was largely offset by the difference in quality of material 
available. 

George W. Hand, who qualified as valuation engi- 
neer, Chicago & Northwestern, had taken the valuation 
of Michigan railroads made in 1900 by Profs. M. E. Coo- 

and H. C. Adams, and had added to them the cost 
{ additions and betterments that had been made since 

taken from Northwestern records. This showed the 
Present valuation of the property in this region to be 
$20,997,355.11, or $40,388 per mile. 

E. D. Brigham was recalled for a moment to explain 
in regard to the fluctuations in rates during the years 
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before the present rate was put into effect. He stated 
that there were several periods of depression in the iron 
market, and the charges for handling the traffic were 
correspondingly lowered. It was necessary to keep the 
mines in operation and the mine operators, some of 
whom are complainants in this case, appealed to the 
roads to give them such assistance as was possible. 
There was little reference at this time to the cost of the 
service, and the road made these concessions as an 
accommodation to its patrons and to maintain the busi- 
ness with a view to its future development. 

The hearing closed with the understanding that the 
complainants would indicate before September 1 whether 
they desire a further hearing. The examiner set a date 
tentatively as between the 15th and 20th of September, 
subject to the approval of the Commission. 


SUSPENDED TARRIFFS 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorade Building, Washington, D. C. 

By an order entered June 3, in I. & S. No. 235, the 
Commission further suspended from July 19 until January 
19 next the operation of schedules in Supplement No. 16 
to Southern Pacific Co. I. C. C. No. 3328. 

The schedules involved proposed to advance rates 
for the transportation of lumber from points in Cali- 
fornia to points in Nevada by the cancellation of estab- 
lished commodity rates and application of class rates, 
and their operation was originally suspended from March 
22 until July 19 by an order previously entered in the 
same docket. 


By order entered June 3, in I. & S. No, 236, the 
Commission further suspended from July 19 until Jan. 20, 
1914, Item No. 3245-A of Supplement No. 12 to Leland’s 
IC. C. No. 938. 

Rates for the transportation of fresh meats, C. L., 
from St. Louis, Omaha and other points to points in 
Oklahoma are advanced by the suspended item, the oper- 
ation of which was originally suspended from April 5 
until July 19 by an order previously entered in the 
same docket. 


By order entered July 17, in I. & S. No. 283, the 
Commission suspended until November 17 schedules in 
Supplements numbered 13 to Morris’ I. C. C. No. 292 
and Fulton’s No. A-76, which were to have become effect- 
ive July 20. 

The schedules suspended increase rates applicable 
to the transportation of lumber and articles taking lum- 
ber rates from stations located on the St. Louis, Iron 
Mountain & Southern Railway, Warnock to Cairo, IIL, 
inclusive, and from Thebes, IIl., via St. Louis Southwest- 
ern Railway to stations on the Santa Fe, Chicago to Fort 
Madison, Ia., inclusive. Illustrative of the advances pro- 
posed, the present rate on lumber from Warnock, IIl., to 
Streator, Ill, is 10 cents and the proposed combination 
rate via East St. Louis would be 12.3 cents per 100 
pounds. Other points are affccted in like manner. 


By order entered July 18, in I. & S. Docket No. 284, 
the Commission suspended from July 21 until Nov. 18 
the operation of supplement No. 6 to the Baltimore & 
Ohio Chicago Terminal Railroad Co. tariff I. C. C. No. 28. 

Rates for the transportation of crushed stone from 
McCook and Thornton, IIl., to various points in the states 
of Indiana and Michigan were proposed to be advanced 
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by the suspended supplement. This was to have been 
accomplished by the cancellation of through rates and 
the application thereafter of combinations of locals. For 
example, the present joint through rate on the traffic 
involved is 35% cents per net ton from McCook, IIl., to 
Munster, Ind., and the proposed rate 55 cents per net 
ton, resulting in an advance of 19% cents per net ton. 


By supplemental order entered June 3, in I. & §. 
Docket No. 11, the Commission further suspended from 
July 23 until Jan. 23, 1914, the operation of certain pro- 
visions contained in Supplement No. 1 to F, A. Leland 
Agent’s Tariff, I. C. C. No. 970. The provisions involved 
proposed to cancel through rates applicable in connec- 
tion with Fourche River Valley & Indian Territory 
Railroad, and their operation was originally suspended 
from March 25 until July 23, 1913. 


By an order entered June 3, in I. & S. Docket No. 
181, the Commission further suspended from July 23, 
1913, until Jan. 23, 1914, the operation of certain sched- 
ules contained in Supplement No. 38 to Chesapeake & 
Ohio Railway Tariff, I. C. C. No. 4625. The schedules 
involved proposed to cancel through rates applicable to 
the transportation of coal, in carloads, from mines in 
Kentucky and West Virginia, via Grand Trunk Railway 
and car ferry across Lake Michigan to Milwaukee, Wis., 
and their operation was originally suspended from March 
25 to July 23, 1913. 


By an order entered June 3, in I. & S. Docket No. 
239, the Commission further suspended from July 25, 
1913, until Jan. 25, 1914, the operation of Supplement 
No. 13 to Chicago, Milwaukee & St. Paul Railway Tariff, 
I. C. C. No. B-1355. The suspended supplement proposed 
to increase rates applicable to the transportation of 
wheat, flour, corn, rye, oats and barley, from Spencer, 
Ia., and other points to Sioux City, Ia., and intermediate 
points, and its operation was originally suspended from 
March 27 to July 25, 1913. 


By an order entered July 19, in I. & S. Docket No. 
285, the Commission suspended from July 23 until Nov. 
20, 1913, the operation of Item No. 53-D of Supplements 
Nos. 12 and 13 to Agent F. W. Gomph’s tariffs, I. C. C. 
No. 119. 

The suspended item proposed to increase rates ap- 
plicable to the transportation of fresh fruits and vege- 
tables, C. L. and L. C. L., between points in California 
and points in Nevada and other western states. 

By exceptions to the Western Classification filed by 
Agent F. W. Gomph for carriers operating in this terri- 
tory, the commodities involved are now subject to fourth- 
class rates, L. C. L., and Class C rates, C. L. The 
suspended item cancels the fourth class less-than-carload 
rates and provides for the application of Western Classi- 
fication ratings, which are as follows, in crates, boxes 
or barrels: 

Cabbage, carrots, turnips, 3 cents; vegetables, N. O. 
S., 1 cent; pears, 1 cent; pineapples, grapes, fruit, 
N. O. S., 1 cent; apples, 3 cents. 

The rating on carload shipments of fresh fruits and 
vegetables, except cabbage, carrots and turnips, is ad- 
vanced from Class C to fifth class. 

The following is illustrative of the effect of said 
proposed change in classification. Rates in cents per 
100 pounds: 

Between Sacramento, Cal., and Reno, Nev—Present, 
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Proposed, first, 85 cents; 
Increase, first, 34 


fourth, 51 cents; C, 28 cents. 
third, 64 cents; fifth, 43 cents. 
cents; third, 13 cents; fifth, 15 cents. 


By an order entered June 3, in I. & S. Docket No 
240, the Commission further suspended from July 26, 
1913, until Jan. 26, 1914, the operation of certain sched 
ules in Supplement No. 46 to the Kansas City Southern 
Railway Co. tariff, I. C. C. No. 1945. The schedules involved 
contain advanced rates for the transportation of lumber 
from points in Missouri, Oklahoma and Arkansas to 
Des Moines, Ia., and by an order previously entered in 
the same docket the operation thereof was originally 
suspended from March 29 until July 26, 1913. 


By an order entered June 3, in I. & S. No. 238, the 
Commission suspended from July 25 until November 22 
Item No. 660-A of Supplement No. 5 to McCain’s I. C. C 
No. 6, Supplement No. 5 to Morris’ I. C. C. No. 344 and 
Supplement No. 5 to Countiss’ I. C. C. No. 952. 

The suspended item contains increased rates for the 
transportation of flour, C. L., from points in Kansas and 
other western states to California terminals. For ex 
ample, the present rate on this traffic from Atchison to 
San Francisco is 65 cents per 100 pounds, and the pro- 
posed rate is 75 cents per 100 pounds, making an in 


crease of 10 cents per 100 pounds. 


By an order entered June 3, in I. & S. Docket No 
241, the Commission further suspended from July 26 
until January 26 next, the operation of certain schedules 
in supplements Nos. 2 and 3 to R. H. Countiss’ tariff 
I. C. C. No. 966. 

The schedules involved contain advanced rates for 
the transportation of lumber and shingles from Pacific 
coast points, including San Francisco, Cal., to certain 
points in Colorado, Wyoming and Texas; and by an 
order previously entered in the same docket their opera- 
tion was suspended from March 28 until July 26. 


By-an order entered July 8, in I. & S. Docket No 
264, the Commission suspended from July 15 until Sept. 
12, 1913, the operation of a certain schedule in the 
Wheeling & Lake Erie Railroad Co., W. M. Duncan, re- 
ceiver, the Lorain & West Virginia Railway Supplement 
No. 1 to W. & L. E. I. C. C. No. 945. 

It was proposed by the suspended schedule to ad- 
vance from 1% to 2% cents per 100 pounds the charge 
applicable to shipments of structural and bridge iron 
and steel stopped in transit for fabrication at fabricat- 
ing points located on the above-named roads. Tariffs of 
other carriers in Central Freight Association territory 
which proposed to effect a like advance in the transit 
charge in question were suspended by an order previ 
ously entered in the same docket. 


By an order entered July 8, in I. & S. Docket No. 
252, the Commission has suspended until Aug. 16, 1915, 
the operation of item No. 1582 of supplement No. 9 to 
Agent F. A. Leland’s tariff I. C. C. No. 911, which was 
to have become effective July 15. 

Cancellation was proposed by the suspended item of 
through rates now in effect from and to stations located 
on the Kansas City & Memphis Railway and points |0- 
cated on or reached via the St. Louis & San Francisco 
Railroad which would have resulted in material advances 
through the application of combination rates. Tarifis 
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proposing to make like cancellations have been suspended 
intil Aug. 16, 1913, by orders entered in same docket. 





By an order entered July 11, in I. & S. Docket No. 
81, the Commission suspended until November 12 the 
peration of schedules in the following tariffs which were 
to have become effective July 15, except as otherwise 
indicated: 

Illinois Central Railroad Co. (Southern Lines). The 
Yazoo & Mississippi Valley Railroad Co.: 

Fourth revised page 141 and first revised page 141-A 
of I. C. C. No. 4619. 

Louisiana Railway & Navigation Co.: 

I. C. C. No. A-573. 

Louisville & Nashville Railroad Co.: 

Second revised page 73 of I. C. C. No. A-12342. 

Morgan’s Louisiana & Texas Railroad & Steamship 
Co. Louisiana Western Railroad Co. Iberia & Vermilion 
Railroad Co. Lake Charles & Northern Railroad Co.: 

I. C. C. No. 2762-B. 

New Orleans & Northeastern Railroad. Alabama & 
Vicksburg Railway. Vicksburg, Shreveport & Pacific Rail- 
way: 

Supplement No. 1 to I. C. C. No. 2728. 

New Orleans Great Northern Railroad Co.: 

I. C. C. No. 276, effective Aug. 5, 1913. 

New Orleans, Texas & Mexico Railroad Co. Louisi- 
ana Southern Railway Co. (N. O. T. & M. R. R. Co., 
lessees): 

Supplement No. 2 to I. C. C. No. A-92, effective July 
31, 1913. 

The Texas & Pacific Railway Co. Denison & Pacific 
Suburban Railway Co.: 

I. C. C. No. 2057, effective Aug. 3, 1913. 

The suspended schedules contain new regulations and 
charges applicable to the storage of grain, hay, rough 
rice and other commodities at New Orleans, Algiers, 
Gretna and Harvey, La. Under the present tariff pro- 
visions, a storage charge of 1 cent per 100 pounds for 
the first 10 days and % of a cent per 100 pounds for 
each additional 10-day period thereafter is made on the 
commodities above mentioned, with a free time allowance 
of 96 hours. It was proposed to reduce the free storage 
time allowance to 72 hours and to advance the storage 
charges to 1 cent per 100 pounds for the first 10 days; 
14% cents per 100 pounds for the second 10 days; 1% 
cents per 100 pounds for the third 10 days, and 2 cents 
per 100 pounds for each succeeding 10 days. 


ORDERS OF THE COMMISSION 





July 22. An order permitting intervention has been 
issued in Docket No. 5431, Sub-No. 1, vs. Southern Rail- 
way to John A. Hogden & Co., Cape Fear Lumber Co., 
Wilson Undertaking Co., J. W. Bloxton, Guilford Foundry 
Co., Southside Hardware Co., McGlamery & Markham 
Auto Co., Greensboro Motor Co., American Motor Co., 
Old North State Paper Co., Carolina Skylight & Cornice 
Co., Gettenger Buggy Co., Cook-Lewis Foundry Co., 
Brooks Mfg. Co., Pitts & Monroe, M. C. Newell, Guil- 
ford Hardware Co., Hanner & McCuiston, Yellow Pine 
Lumber Co. and the Greensboro Roofing Co. 

The complaint of C. C. Smoot & Son’s Co. vs. South- 
ern Railway, Docket No. 5470, has been dismissed, the 
petitioner having asked that it be withdrawn. 

The Kansas City Hay Co. having failed, after due 
hotice of date of assignment of hearing, to prosecute 
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its complaint against the Missouri Pacific et al., Docket 
No. 5636, the latter has been dismissed. 

The complainant having failed to appear on the date 
set for hearing, the complaint of the Tennessee Coal Co. 
against the Kentucky & Tennessee Railway et al., Docket 
No. 4720, has been dismissed. 

The Commission has dismissed the complaint of the 
Wadsworth Salt Co. et al. against the Pennsylvania Co. 
et al., Docket No. 5482. 

Under date of April 14, the Commission handed down 
its decision in Docket No. 5331, Central Coal & Coke 
Co. vs. Missouri & Louisiana Railroad Co. et al, at 
which time they found the complainant should be awarded 
reparation on proving up their claims. This having been 
done, an order has been issued, under date of July 16, 
approving reparation to the amount of $1,993.87, with 
interest at 6 per cent per annum from Jan. 1, 1911, to 
be paid on or before ‘Sept. 1, 1913.- This reparation 
grew out of overcharges on shipments of coal from 
mines near Bonanza, Ark., to destinations in Oklahoma, 
Missouri, Iowa, Kansas and Nebraska, due to the absence 
of joint through rates. 

The complaint of the Stearns & Culver Lumber Co. 
against the Louisville & Nashville Railroad Co. et al. 
has been dismissed at request of complainant. 

Under date of July 11, an order was issued permit- 
ting the following-named interests to intervene in No. 
5431, Sub-No. 1, Odel Hardware Co. vs. Southern Rail- 
way Co. et al., namely: Snow Lumber Co.; Continental 
Furniture Co., Kerne Upholstering Co., Parker Paper 
& Twin Co., Southern Veneer & Panel Co., Tate Fur- 
niture Co., High Point Metallic Bed Co., Beeson Hard- 
ware Co., Welborn Supply Co., High Point Motor Co., 
Fred Ecker, Standard Mirror Co., Union Furniture Co., 
People’s Home Furniture Co., High Point Show Case 
Works, Hayworth, Roll & Panel Co., North Carolina 
Wheel Co., Hill Veneer Co., High Point Coffin & Casket 
Co., Pankin Coffin & Casket Co., Siceloff Hardware Co., 
Southern Novelty Works, Kitchen Cabinet & Table Co., 
Tilley’s Emporium, A. P. Tilley, Cannon & Fetzwr, High 
Point Buggy Co., Amos Furniture Co., Southern Buggy 
Co. and High Point Hardware Co. 

Upon petition of the complainant for dismissal, the 
complaint of Thos. W. Hooker vs. Central Vermont Rail- 
way Co. et al., Docket No. 5852, has been dismissed. 

Under date of July 7 the Commission issued an order 
dismissing the complaint of the Arizona Corporation Com- 
mission against the Arizona Easter Railroad Co. et al., 
Docket No. 5320, in request of the parties thereto, the 
complaint having been satisfied. 

Matters having been satisfactorily adjusted between 
Alfred C, Sheeler and the New Jersey & Pennsylvania 
Traction Co., No. 5160, the complaint as between these 
parties has been dismissed. 

The Commission has postponed the effective date of 
its order in No. 4832, the Anacostia Citizens’ Association 
against the B. & O. et al., from August 1 to September 1. 
A like order has been issued in its I. & S. No. 226, which 
involves the same subject. 

The Commission has authorized the filing of an 
amended petition of intervention by the Chamber of Com- 
merce of Greensboro, N. C., in No. 5583, Columbia Laun- 
dry Co. et al., against the Southern Railway et al., and 
Sub. Nos. 1 and 2 thereof. 

The Commission has issued an order permitting the 
Farmers’ Gin Compress & Cotton Co. to intervene in No. 
5758, American Round Bale Press Co. against the Atchi- 
son et al. 
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ON THE FIRING LINE 


Notes, Biographical and Otherwise, Concerning 
Some of Those Prominently Before the 
Commission and the Public in Mat- 
ters Relating to Traffic 


L. D. ROSENHEIMER. 

L. D. Rosenheimer, general traffic manager, Booth 
Fisheries Co., came near to having experience on an- 
other kind of “firing line” when, in 1898, he was one 
of five men from the Chicago, Milwaukee & St. Paul 


L. D. ROSENHEIMER, 
General Traffic Manager, Booth Fisheries Co. 


to go to the Philippines for service with the Dagupan 
Railway, where he remained two and one-half years. 
However, the fighting ground having been changed, he 
has equipped himself for another kind of warfare, having 
during the last four years diligently pursued the study 
of law in off hours with such success that on June 3 
of the present year he was given the degree of bachelor 
of laws, and about a month later was admitted to the 
bar. It is his intention to specialize in Interstate Com- 
merce Commission work. 

He was born in Washington County near Schlesinger- 
ville, Wis., June 22, 1873, and entered the service of the 
Chicago, Milwaukee & St. Paul road in 1890, serving that 
road in various positions in the operating and traffic 
department until 1901. He was first agent and super- 
intendent of the Illinois Northern Railway from 1901 to 
1904, when he went with the Liquid Carbonic Co. as 
traffic manager. He left that position in 1911 to become 
secretary and commissioner of the Rockford Manufac- 
turers’ and Shippers’ Association, which position he re- 
signed in the spring of 1912, to take up his present 
connection with the Booth Fisheries Co. 
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PERSONAL 


William C. Walters has severed his connection with 
Crutchfield & Woolfolk, as traffic manager, and with the 
National Traffic & Claim Co., as president and general 
manager, to engage as traffic manager for numerous 
of his present clients on his own account. 


G. A. McFarland has been appointed freight claim 
agent Wabash Railroad, with headquarters’ at St. Louis, 
vice C. H. Newton, resigned to engage in other busi 
ness. 

H. A. Howe has been appointed commercial agent 
Illinois Central at Buffalo, N. Y., office Elliott Square 
building, vice H. P. Hewes, resigned to accept servic« 
with another company. 

J. E. Whitney has been appointed contracting 
freight agent [Illinois Central, New York, office 291 
Broadway, vice S. E. Frank, promoted. 

J. H. Curd, contracting freight agent, North and 
South Despatch, has resigned and accepted a position as 
vice-president and traffic manager of the Haddaway-Curd 
Coal Co. at St. Louis. 

Harry M. Buck has been appointed traveling freight 
and passenger agent for the Kansas City & Memphis 
Railway, with headquarters at Fayetteville, Ark. 

W. H. Scribner has been appointed supervisor of 
mechanical examinations, Lake Shore & Michigan South 
ern; Dunkirk, Allegheny Valley & Pittsburgh; Chicago 
Indiana & Southern, and Indiana Harbor Belt, with head 
quarters at Cleveland, O., having direct assignment of 
duties in the examination of locomotive firemen for pro 
motion, also for instruction of locomotive firemen at 
times -not conflicting with examinations. 

M. F. Hogan has been appointed assistant commer 
cial agent, Chicago, Milwaukee & St. Paul Railway, at 
Davenport, Ia. 

W. R. Flounders, Jr., has been appointed freight 
solicitor Pennsylvania Railroad, with office The Bours: 
Philadelphia, Pa., vice J. E. Kirk, promoted. 

J. E. Kirk has been appointed freight solicitor Nort! 
ern Central, with office 102-103 Wilder building, Roc 
ester, N. Y., vice Jas. F. McMahon, promoted. 

C. O. Frisbie, for several years traffic manager of 
Armour & Co., has been elected president of the Brunet 
Falls Manufacturing Co., Cornell, Wis. 

The Webster Manufacturing Co., Tiffin, O., announc« 
that T. K. Webster, for many years its president, and 
one of the principal stockholders, has severed his co! 
nection with the company. The personnel of the ofl 
cers is as follows: F. S. Shaw, president; A. T. Perki! 
vice-president and general manager; Alex. Kiskadd« 
vice-president; Charles S. Clarke, treasurer; L. H. Wé 
ster, secretary. 

Gordon Augustus Aird, general agent freight depa! 
ment, A., T. & S. F. Ry., Chicago, died July 15. H:' 
was born in Montreal in 1861, and entered railroad se! 
ice with the Grand Trunk in 1888 in the office of 1 


auditor and assistant treasurer, and remained there until 


1889. Nov. 1, 1889, he began service with the A., T 
S. F. in the tariff department; worked later in the cla 
department, being promoted to chief clerk in 1894, a 
chief clerk to A. G. F. A. in 1896. Im 1898 he w 
appointed contracting freight agent in the °° gene! 
agent’s office, Chicago, and Nov. 1, 1900, commerc 
agent, Cleveland. .March 1, 1903, he was made gene! 
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agent, Chicago, and served continuously until his death. 
He was familiarly known to the railroad and shipping 
public as “Pop,” and had a host of friends, who will 
sadly miss him. 

Edward M. Kain has been appointed assistant gen- 
eral freight agent, Erie Railroad, with office in Room 903, 
Chamber of Commerce Building, Buffalo, N. Y., vice Her- 
bert Thompson, resigned to engage in other business. 

Herbert Thompson has been appointed traffic man- 
ager, Union Carbide Co., with office in the Forty-second 
Street Building, New York City. Mr. Thompson entered 
the service of the Erie Railroad Sept. 1, 1897, when 
seventeen years of age as Office boy in general freight 
department, rising through various positions in that de- 
partment to position of chief clerk. May 1, 1907, he was 
appointed chief of tariff bureau; May 1, 1909, assistant 
to general freight agent; Nov. 1, 1911, assistant general 
freight agent at Buffalo, which position he _ resigned, 
effective July 15, 1913, to become traffic manager of the 
Carbide company, a newly created position. 

Robert H. Day, manager. transportation bureau of the 
Detroit Board of Commerce, has been appointed secretary 
and manager of a newly created transportation bureau 
of the Builders’ and Traders’ Exchange of Detroit. The 
formation of this bureau has been under consideration 
for some time. The objects are stated as follows: “To 
supply expert and professional services in behalf of the 
producing, shipping and traveling public, corresponding 
to the practical knowledge and expert services which 
the carriers have available. To adjust claims arising 
from loss and damage, misrouting, delay in transit, over- 
charges and the like. To promote uniformity in rates, 
rules, regulations, classifications and conditions prescribed 
by the carriers.” The board of managers includes: Ed- 
ward H. Jewett, of Jewett, Bigelow & Brooks; Edward 
|. Corbett, coal dealer; Arthur L. Holmes, of the Arthur 
L.. Holmes Lumber Co.; Charles M. Martin, traffic man- 
ager of the J. S. Lapham Co. and chairman of the trans- 
portation committee of the Detroit Board of Trade; J. C. 
Adams, genera] manager of the Malcomson-Houghten Co., 
dealers in builders’ supplies; Henry Otis, treasurer of 
the Detroit Lumber Co., and Charles A. Bowen, secretary 
of the Builders’ and Traders’ Exchange. 


ASKS FOR ACCOUNTING 


Acting upon the permission given by the Supreme 
Court of the United States, the Mitchell Coal & Coke 
Co. has filed a complaint against the Pennsylvania Rail- 
road Co., asking for an accounting of the transactions 
between the railroad company and some of the shippers 
along the lines of the Pennsylvania which received 
allowances out of the through rate on account of branch, 
ateral or tap lines operated by the favored coal ship- 
ping companies. The favored coal mining and shipping 
companies are the Altoona Coal & Coke Co., Glen Whit 
Coal & Lumber Co., the Millwood Coal & Coke Co., 
Bolivar Coal & Coke Co. and the Latrobe Coal Co. The 
Supreme Court decided that the allowances made to the 
before-mentioned companies constituted a prejudice 
gainst the Mitchell Co., for which the latter might re- 





cover damages measured by the difference between what 


the favored shippers and the Mitchell Co. paid. The 
ourt decided, however, that the Interstate Commerce 
Commission and not a court is the body that should 


declare the amount the railroad company should pay to 


he shipper who is placed at a disadvantage by reason 
f the preferential treatment of rival shippers. 
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WANT C. & O. JOINT RATES 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


Commissioner Meyer and Examiner Esch, on Wednes- 
day and Thursday, heard the testimony in the complaint 
of the Hughes Creek Coal Co. et al. against the Kanawha 
& Michigan et al., in which the complainants are seeking 
to force the Chesapeake & Ohio to establish through 
routes and joint rates in connection with the K. & M. 
and its connections at Cincinnati and to the points in 
eastern territory reached by the C. & O. and its con- 
nections. The complainants assert that the policy of 
the C. & O., which they claim controls the K. & M., is 
to confine the coal from the mines of the complainants 
to a restricted market so as to give an undue advantage 
to the Sunday Creek Coal Co., and to mines in the New 
River district, which lie along the main line of the C. & 
O. and its branches. The C. & O. is resisting the estab- 
lishment of these through routes and joint rates on the 
ground that it owes a duty to the mines along its own 
rails superior to that which it owes to mines along the 
rails of other carriers. At no time during the taking 
of the testimony would any of the operating officials who 
were examined admit that the community of ownership 
alleged to exist between the C. & O. and the K. & M. 
bring about any connection in the operation of the two 
roads other than that which would exist between car- 
riers absolute strangers to each other. They insisted 
that the K. & M. is operated absolutely independent of 
the Chesapeake & Ohio. And there was no testimony 
tending to break down that contention. 

Buckner Clay, representing the complainants who 
asked for through rates from Gawley Junction and Ply- 
mouth, W. Va., called to the stand O. F. Paine, formerly 
a railroad man and now a coal broker, to testify about 
markets and shipping conditions. J. W. Dawson and 
John L. Dickinson, mine operators, were put on the stand 
to tell’ about conditions at the mines and the railroad 
work in connection with the preparation of coal for the 
line haul. 





New River operators intervening to prevent the 
making of through routes and joint rates placed on the 
stand three of their number, Messrs. Caperton, Zimmer- 
man and Gallaudet. They contend that the New River 
district has a natural advantage over the mines along 
the Gauley River, which would be destroyed should the 
C. & O. be forced to take coal from the mines of the 
complainants on such terms as they suggest, namely, 
rates no higher than from the New River field. They 
contend that the desire of the Gauley River operators 
is to grab the cars returning empty to their mines, load 
them and send them out to markets that the New River 
operators heretofore have had. 

The respondents put on the stand J. F. Youse, G. 
F. A., and A. M. Lyon, general superintendent, of the 
K. & M., and E. G. Hotchkiss, G. F. A., and E. W. Grice, 
assistant to the vice-president in charge of operation of 
the Chesapeake & Ohio. 


W. L. Bronson, for the C. & O., on cross-examination, 
made nearly every witness for the complainants admit 
that if such through routes and joint rates were ordered 
the service would be more costly than that rendered by 
the C. & O. from the mines on its own rails and that 
its return for giving the longest possible haul to mines 
on the K. & M. would be very much less than for a like 
service rendered to the mines in the New River district. 
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Mr. Hotchkiss, answering questions by Mr. Clay, fre- 
quently ended his answers with the declaration that, while 
the proposed service would be a good thing, it should 
not be required wholly at the expense of the Chesapeake 
& Ohio. 


WILL NOT TOUCH PARCEL POST RATE 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

Men connected with the Interstate Commerce Com- 
mission are more or less amazed by the tempest in a 
teapot that has been raised by members of the Senate 
committee on post offices and post roads, on account of 
the order of Postmaster-General Burleson reducing rates 
on the medium-sized parce] post packages so as to enable 
the government to get a larger share of what is believed 
to be the really profitable part of the package business. 
The amazement results from the fact that the objecting 
senators are apparently endeavoring to give the public 
the impression that Mr. Burleson usurped authority. 
They are saying the provision in the law authorizing him 
to make changes, with the consent of the Interstate Com- 
merce Commission, was not intended to give him power 
to act without consulting the lawmakers. Some of them 
are going to the point of intimating that the rate-making 
power is one to be exercised only by Congress, which 
is true, but the courts have decided that after Congress 
has set a standard of rates, it may remit the detail work 
of ascertaining whether a given rate is within or beyond 
that standard. 

Mr. Burleson has consulted the Commission, and that 
body gave its consent before he issued his public order 
and notice that the sizes of the packages to be mailed 
would be increased and the rate lowered. The Com- 
mission holds that there is nothing in the statute re- 
quiring it to give a formal hearing on the application 
of the Postmaster-general, especially for authority to 
lower rates when it is of the opinion that the order will 
“promote the service to the public or insure the receipt 
of revenue from such service adequate to pay the cost 
thereof.” 


EXPRESS RATE DECISION SOON 

A decision in the express rate case is expected in 
about ten days or two weeks. It is understood that the 
Commission took up the subject at its conference late 
Wednesday afternoon, but had to lay it aside on account 
of other matters pressing for decision. The statements 
in various newspapers that the Commission had approved 
the tentative rates is not true. It may be true ten days 
hence, but according to all the information obtainable 
the showing made by the express companies as to the 
effect upon their revenues is such as to make some of 
the Commissioners hesitate about ordering into effect 
all the tentative rates. It is taken for granted by those 
who have madé it a point to assimilate all the gossip 
about the matter, that the Commission’s decision, when 
announced, will show departures from the rates made by 
absolute adherence to the zone system of making rates. 
But what modifications may be expected is a matter of 
speculation. Everybody knows, of course, that lower 
rates will be ordered into effect, but the real question 
is as to how near the rates that are finally made effective 
will be to the tentative rates put out by the Commission. 

The express companies were directed to show cause 
why the tentative rates should not be made effective. 
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Conducted by 
CHARLES CONRADIS, 
General Counsel, The Traffic Service Bureau. 


in this department we shall answer simple questions relating 
to the law of interstate transportation of freight. Readers 
desiring special service by requiring immediate answer may 
secure privately written answers to their inquiries by the pay- 
ment of a small fee, given on application. 

Address Legal epartment, The Traffic Service Bureau. 
Colorado Bullding, Washington, D. C. 


Weights at Point of Origin and Destination Considered. 
Kansas.—“We have occasionally noticed in THe TRar- 


FIC WoRLD, reference to weights which should be used 
by carriers in assessing freight. We assume that there 
is not much controversy concerning weight where the 
commodity concerned does not shrink. However, in 
potatoes, for instance, there is a certain natural shrink- 
age. It is the common custom for the purchaser of a 
car of potatoes to assume 2 per cent of the shrinkage 
on well-matured potatoes, and in the earlier part of the 
shipping season, when the potatoes are not so well ma- 
tured, the natural shrinkage is sometimes 4 per cent or 
5 per cent, depending, of course, upon the length of the 
haul. This situation has developed a controversy be- 
tween the railroads and shippers as to the proper weight 
which should be used in assessing freight. A shipment 
weighing 40,000 pounds at point of origin will probably 
weigh about 39,200 pounds at destination. If freight is 
assessed on the weight of 40,000 pounds, carriers receive 
a certain benefit. Tariffs generally provide for the 
charging of freight on origin or loading weights. We 
understand, however, that certain roads in Chicago, the 
Wabash and C. & E. I. being among the number, weigh 
the potatoes in carloads upon the track scales, upon 
receipt at that destination, Chicago. The track scale 
weights are then used as the basis for the freight charge. 
The Atchison, Topeka & Santa Fe does not use this 
method, but charges on invoice or point of origin weights 

“You can readily see that this question is of vast 
importance to large shippers, and further, if one road 
uses point of origin weights, and the other roads use 
destination weights, there is a certain discrimination 
which should not exist. The Interstate Commerce Com 
mission has always taken a decided stand on the question 
of rate, but, so far as we know, has not paid so much 
attention to the question of weights. Of course, we 
would like to see the roads adopt a method of charging 
on the actual number.of pounds of potatoes which ar‘ 
unloaded from a car. In any event, there should be 
uniformity.” 

In the case of Topeka Banana Dealers’ Asso. et a 
mS. 2: & Be. em RR. Co. bik, 12 - CC. 6S, 
Commission ruled that no allowance should be made f« 
the shrinkage of bananas while in transit; that th 
shrinkage of freight in transit is one of the element: 
that should be considered in the fixing of a rate; that 
at the most the shrinkage is a matter of estimation, being 
different at different points of destination, based upo 
the distance from the point of origin. In this sam 
ease, the rule assessing freight charges on shipment 
based on weights ascertained at the point of origi! 
instead of assessing same on weights at destination was 
considered, and the Commission substantially held tha 
if it is shown that the method employed for weighin 
shipments at point of origin are accurate and true, tha 
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t would be unreasonable to hold that the weights at 
destination point should govern, since cars are destined 
to different points throughout the entire country, and 
itt would be a practical impossibility for the railroads 
to have a representative at each unloading point. 

The Commission has been conducting during the past 
spring months a thorough and extensive .nvestigation of 
the subject of irregularities in weighing and practices, in 
both carload and less-than-carload shipments, and a large 
representation of leading carriers and shippers appeared 
before the Commission in April last in argument of this 
question, and it is believed that some new and more 
specific rules will be promulgated at an early date by 
the Commission’s decision in relation thereto. 

* * x 
Misrouting Resulting in Storage and Drayage Charges. 

Illinois—‘‘In May, 1912, we forwarded a shipment to 
New York City, N. Y., routed via M. C., clo N. Y. C. to 
Melrose Station. Instead of loading the shipment for 
Melrose Station, carriers tendered goods for delivery from 
130th and 12th Avenue Pier, which made it utterly im- 
possible for consignees to accept delivery. As this 
would involve an endless haul, they in consequence failed 
to eall for the goods, and as a result of this shipment 
placed in public storage; but as additional delay 
would have jeopardized the condition of the goods, and 
were also badly in need of same, arrange- 

made for acceptance direct from storage, 
our being obliged to reimburse consignees 
and extra drayage expense incurred, for 
claim was subsequently filed. Carriers are now 
ready to refund the storage charges, but claim under 
the law they cannot refund the excess drayage charges 
incurred, as, in order to avoid this, carriers should have 
been accorded the alternative of mi«ing proper delivery, 


was 


consignees 
ments were 
resulting in 
for storage 


which 
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and as authority for their contention they cite Interstate 
Commerce Commission Conference Rulings Nos. 234, 283 
and 286 (d). It seems to us, however, that these provi- 
sions are placing an unnecessary burden on shippers and 
consignees in connection with errors of this nature on 
the part of the carriers, as it can readily be admitted 
that a two or three weeks’ delay would undoubtedly have 
been incurred had we awaited the action of the carriers 
in making the necessary transfer to facilitate the desired 
delivery.” 

In accordance with rule 383, Conference Rulings, Bul- 
letin No. 6, reading as follows, it may be the means of 
securing for you a refund of the storage charges: “The 
address of the consignee having been omitted, the ship 
ment arriving at destination by a line other than that 
designated in the routing instructions, was sent to a 
storage warehouse. The consignee had made inquiry 
for it of the delivering carrier noted on the bill of lading. 
The freight rates were the same by either route. Held, 
that the initial carrier is liable for the storage and dray- 
age charges resulting from misrouting the shipment.” 

However, the consignee having failed to call for the 
goods or to afford the delivering carrier an opportunity 
for carting the same from wrong terminal to the one 
designated, it is possible that a refund for drayage 
charges may be denied by the Commission on account 
of the following rule: Rule 392, ibid., “A shipment made 
with instructions for delivery on the tracks of one Car- 
rier was misrouted and arrived at destination on the 
tracks of another carrier. It could have been switched 
to the proper delivery track without unreasonable delay 
at the expense of the carrier at fault. Instead of request- 
ing this, the consignee drayed the shipment to his plant. 
Held, that reparation for the cost of drayage could not 
be allowed.” 


Docket of The Commission 


raphers of the Commission, Messrs. Hulse & Allen, will 
Application and payment therefor should be made di- 


be furnished at the rate of 12! cents 


(6 (CS raphe of the testimony or oral argument, or extracts therefrom, taken by the official stenog- 


per page of approximately 200 words. 
rectly to them.” 


(Interstate Commerce Commission, Special Order No. 1, Series of 1909.) 


Application for transcripts of testimony taken at Washington should be directed to Hulse & Allen, 


Whitford Bldg., Washington, 


D. C., and application for transcripts of testimony taken outside of Wash- 


ington should be addressed to Hulse & Allen, 115 Broadway, N. Y. 


Note.—iItems in the Docket marked with an asterisk (*) are 
new and have not been carried in the publication during the 


preceding week. 


July 26—Kansas City, Mo.—Examiner, Gerry: 
5694—Sterling Pickling Works vs. Wabash et al. 
5790—Feeders’ Supply Co. vs. M., K. & T. of Tex. et al. 

July 28—Cleveland, O.: ; 
|, & S. No. 264—Fabrication in transit rates. 

July 28—St. Louis, Mo.—Examiner, Gerry: 
|. & S&S. No, 254—Arkansas-Missouri lumber rates. 

July 28—Minneapolis, Minn.—Examiner, Prouty. 
|. & § No, 211—Advances in switching charges by 

Great Western Ry. Co. at Sheffield, Minn. 
|. & S. ‘No. 260—Duluth, Minn., log rates. 

July 28—Syracuse, N. Y.—Examiner, Gutheim: 

i. & S. No. 244—New York butter and cheese rates. 

July 28—Rochester, N. Y.—Examiner, Boyle: 

506—N. Y¥. State Shippers’ Protective Assn. vs. N. 
H,. R. et al. 

July 29—New York, N. Y.—Examiner, Gutheim: 

& S. No. 265—Morristown & Erie rate cancellation. 

July 30—Washington, D. C.—Examiner, Gerry: 
5760—Eastern Shore Development Steamship Co. vs. 

C. & A. et al. 

July 30—New York, N. Y.—Examiner, Boyle: 
|. & S. No. 263—New England and Canada high explosive rates. 

July 31—New York, N. Y.—Examiner, Boyle: 
5733—Colonial Navigation Co. vs. N. Y., N. H. & H. 


Chicago 


salto., 


August 2—Portland Ore.—Commissioner Marble: 
3589—H. S. Gile & Co. et al. vs. So. Pac. et al. 
5520—J. K. Gill Co. vs, Ore.-Wash. R. & Nav. Co. et al. 
5665—Loenenberg & Going Co. vs. Ore.-Wash. R. R. & Nav. 
Co. et al. 
5675—Dant & Russell vs, Gilmore & Fittsburg. 


September 2—San Francisco, Cal.—Commissioner, 

*l. & S. No. 235—California-Navada rates. 

*4799—J. W. Leavitt & Co. vs. L. S. & M. S. et al. 

*5062—Goldfield Consolidated Milling and Trans. Co. vs. A. T, 
& 8S. F. et al. 

*5796—W. A. Plummer Mfg. Co. vs. A. T. & S. F. 


September 3—San Francisco, Cal.—Commissioner, Marble: 
*4789—J. W. Leavitt & Co. vs. C. M. & St. P. et al. 
*5646—Pacific Mail Steamship Co. vs. Gt. Nor. Co. 
*5715—Weinstock Nichols Co. et al. vs. B. & M. et al, 
*5821—W. & J. Sloane vs. So. Pac. et al. 


September 4—San Francisco, Cal.—Commissioner, Marble: 

*5547—Chanslor & Lyon Motor Supply Co, et al. vs. F. R. R. 
et al. 

*5585—W. I. Boardman Co. et al. vs. A. T. & S. F. et al. 

*5616—Ballou & Wright vs. N. Y. N H. & H. et al. 

*5640—Cowen Heineberg Co. vs. A. T. & S. F. et al. 


September 8—Washington, D. C.—Examiner, Marshall: 
5697—National Casket Co. et al. vs. Southern. 


September 8.—Los Angeles, Cail.—Commissioner, Marble: 
*5661—Rowland Estcourt vs D. L. & W. et al. 
*5690—Woodward Bennett Co. vs. San P., Los. A. & 9. L. 
*5833—Moore Motor Truck Co. vs. Wabash et al. 


Marble: 
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September 10—New York, N. Y.—Examiner, Elder: 
*5393—National Baggage Committee vs. A. & S. F. et al. 
September 11.—Salt Lake City, Utah.—Commissioner, Marble: 
*4921—Harold Bernum vs. Ind. ey ~y gs al. 

jt. et al, 


*5522—Robert McKenzie vs. Cent. ] Es 
*5554—Richmond Eureka Mining Co. vs. Eureka-Neva, et al. 

September 15—Washington, D. C.—Examiner, Marshall: a 

5504—Cotton Manufacturers’ Assn. of S. C. vs. Carolina C. & 
O. of 8. C. et al. 

5505—Belton Mills et al. vs. Norf. & West. et al. 


DIGEST OF NEW COMPLAINTS 








No. 5896 Paducah Board of Trade, Paducah, Ky., vs. Illinois 
Central R. R. et al. : 
Against an alleged discrimination in Central and Western 
Freight Association tariffs of 2 cents per 100 pounds, on 
vegetables and other produce, in favor of Cairo, Il., and 
against the rates themselves as unreasonable and unjust. 
Cease and desist order asked for and the establishment of 
reaonable rates. 
No. 5897. Paducah (Ky.) Board of Trade vs. Illinois Central 
R. R. et al 
unduly discriminatory, unjustly 


Unjust, unreasonable, 
prejudicial and disadvantageous rates on lumber to Paducah 
from points in Louisiana, Mississippi and Arkansas. Ask for 
the fixing of reasonable rates. 

No. 5898 Paducah (Ky.) Board of 
et al. 

Against the present lumber rates from Paducah to points in 
eastern trunk line territory as unjust, unreasonable and un- 
duly discriminatory in favor of Cairo. Cease and desist order 
asked for and the fixing of reasonable rates. 

No. 5899 Mobile (Ala.) Chamber of Commerce and Business 
League and Mobile Cotton Exchange vs. Mobile & Ohio et al. 

Against the present “Penalty Rate System’’ as applied in 
their cotton tariffs as applied to the transportation of uncom- 
pressed cotton from points of origin in Mississippi, Tennessee, 
Alabama, Georgia and Florida, and compressed cotton from 
the compress points to Mobile for export, as being unreason- 
able and unjust, unjustly discriminatory and unduly prejudicial 
Ask for regulations for the issuance of through bills of lading 
for export with all reliable lines of steamships; reasonable 


Trade vs. Illinois Central 


individual and joint rates to Mobile proper, station delivery, 
and from said points to all wharves located within the 
switching limits of Mobile, when such cotton is intended for 


export, and just and reasonable through routes and joint rates 
named before to Mobile for 


from all points in the states 
export. 
No. 5901 Andreas Gunderson, Goteberg, Sweden, vs. Gulf & 


Ship Island R. R. 
Against the rules and regulations governing the use of the 
piers, wharves, docks and terminals of that company at Gulf- 
port as being unjust, unreasonable, unlawful and unduly dis- 
criminatory. Cease and desist order asked for, the establish- 
ment of reasonable rules and regulations and reparation to 
the amount of $2,260. 
No. 5902 Tonopah Extension Mining Co., 
Chicago, Rock Island & Pacific et al. 
Against a rate of $2.58 applied to 


of Tonopah, Nev., vs 


shipments of sheet zinc 


from Peru, IIL, to Tonopah, Nev., as being unreasonable, ex- 
cessive and unjust. Ask for a rate not to exceed $1.77 and 
reparation. 

No. 5903. Perrine Mfg. Co., of Cleveland, O., vs. Atchison, To- 
peka & Santa Fe et al 

Excessive rates on automobile shipping blocks. due to al- 

leged error in classificatnon, and on the return movement of 
same. -Ask for the fixing of just and reasonable rates, classi- 
fication and a cease and desist order. 

No. 5904. Williams & Voris Lumber Co., of Chattanooga, Tenn., 
vs. Louisville & Nashville and the Alabama Great Southern 


Against a rate of 9 cents on two carload shipments of logs 
from Ivalee, Ala., to Chattanooga Ask for the fixing of a 
rate for future shipments not to exceed 6% cents, and repara- 
tion. 

No. 5905. Plivmouth 
Valley R. R. Co 

Excessive, unjust and unreasonable storage charges on coal 
at Perth Amboy, N. J., and leading to discrimination in favor 
of the Lehigh Valley Coal Co. Ask for a and desist 
order from the imposition of any demurrage charges on coal 
shipped from the Wyoming region to Perth Amboy and fo 
the fixing of just and reasonable rates. 


Coal Co., of Wilkesbarre, Pa., vs. Lehigh 


cease 


No. 5906. Lee Broom & Duster Co., Lincoln, Neb., vs. Fort 
Worth & Denver City Ry. Co. et al 
Against a rate of 66 cents per 100 pounds on three carload 
shipments of broom corn from Texline, Texas, to Lincoln, 
Neb., as unjust, unreasonable and discriminatory. Ask for 
the establishment of maxima rates for future shipments not 


to exceed 55 cents and reparation. 
No. 5907. C. W. Robinson, of New 
Great Northern et al. 


Orleans, vs. New Orleans 


Tari¢ I. C. C. No. 


Against New Orleans Great Northern 
1182, carrying a rate of 2 cents per 100 pounds-on cross ties, 
piling and lumber from certain stations in Louisiana above 
New Orleans rate to Cairo, Ill. Ask for the extension of the 
New Orleans rate to all points on the New Orleans Great 
Northern to Cairo, Ill 
No. 5908. Somken-Galamba Iron & Metal Co., of Kansas City, 


Mo., vs. Atchison, Topeka & Santa Fe et al. 

Against a rate of 15 cents per 100 pounds on scrap iron from 
Kansas City to Chicago as unreasonable per se and discrim- 
inatory in favor of scrap iron from Minneapolis and St. Paul. 

Ask for the establishment of a rate of 8 cents or such other 
rate as the Commission may deem to be just and reasonable 


and non-discriminatory. 
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No. 5909. Sunderland Bros. Co. et al., from Kansas salt pro- 
ducing points, vs. Atchison, Topeka & Santa Fe et al. 
Against the rates on salt in carload lots from Hutchinson, 
Anthony, Kansas and Kanapolis, Kan., to destinations in 
Nebraska and Colorado, the through rates being in excess of 
the sums of the intermediate locals. Ask for the establish- 
ment of rates which shall be deemed just and reasonable and 
reparation on the shipments for two years preceding the time 
of the filing of the complaint, down to the point which the 
Commission shall so fix. 
No, 5910. Boston Potato Receivers’ 
Steamship Co. et al. 
Against the advances in potato rates, rail and water, from 
% cent to 11 cents per 100 pounds higher than were in effect 


Association et al. vs. Clyde 


previous to April 1, 1913, from points in Maine to Virginia 
North Carolina, South Carolina, Georgia, Florida, Alabama, 
Mississippi, Louisiana and Tennessee. The advanced rates 


are said to be unjust, unreasonable, unlawful and unduly and 


unreasonably preferential in favor of points in New York and 
the rates in effect 


Minnesota. Ask for the restoration of 
previous to Nov. 1, 1912. 

No, — Joe C. Sims, of Lebanon, Ky., vs. Louisville & Nash- 
ville. 


: Alleges unjust and unreasonable rates on granite or build 
ing stone from Barre, Vt., to Lebanon, Ky., also unreasonablk 
demurrage charges. Demands cease and desist order and r¢ 
paration. 

No, 5911. Merchants’ Freight Bureau of Little Rock, for th: 
Southern Cotton Oil Co., vs. Ft. Smith & Western et al. 

Unreasonable rates on cotton seed from points in Oklahoma 

to Little Rock. Demands a lower schedule of rates and re 
paration. 

No. 5912. Lombard Brick & Tile Co. 
Chicago & North Western et al. 


et al., of Lombard, IIl., vs 


and 


Alleges unjust and unreasonable rates on hard soft 
coal and coke from points east of the Illinois-Indiana stat: 
line to Lombard, Glen Ellyn, Wheaton and West Chicago 


Demand the application of the Chicago rates and reparatio1 
No. 5913. Meeds Lumber Co., of Grafton, Mich., vs. New 
Orleans Great Northern et al. 

Alleges unjust and unreasonable rate on shipment of lum 
ber from Sun, La., to Helena, Ark., to be dressed in transit at 
Jackson, Miss. The rate collected was 20% cents, while for 
similar service, with transit privilege at Simpson, Miss., 
Cairo, Ill., and more distant points, the rate is only 14 cents 


Demands reasonable rate and reparation 
No. 5914. Newaygo Portland Cement Co., Grand Rapids, Mic! 
vs. Chicago, Milwaukee & St. Paul et al. 

Alleges unreasonable and unduly preferential rates on c: 
ment from its plants to points in Minnesota and Wiscons 
also reached from mills at La Salle and Macon City, IIl., ove 
the line of the defendants. Demands reasonable and nor 
discriminatory rates. 

No. 5915. Charles Weisse & Co., of Sheboygan Falls, Wis.., 
Cincinnati, Hamilton & Dayton et al. 

Alleges unjust and unreasonable rate on stearic acid fron 
Ivorydale, Ohio, to Sheboygan Falls, the through rate being 
higher than the sum of the locals Demands reasonable rat 
and reparation. 

No. 5916. Vulcan Detinning Co., of Streator, Ill. vs. Atchiso1 
Topeka & Santa Fe et al. 
Alleges unreasonable rates on scrap tin plate from Sout 


Omaha, Kansas City and Denver to Streator. Demands r+ 


sonable rate and reparation. 
No. 5917. G. B. Markie Co., of Jeddo, Pa.; Pardee Bros, & ‘ 
Inc., of Latimer, Pa., and Weston, Dodson & Co., of Bea‘ 


Brook, Pa., vs. the Lehigh Valley R. R. 
Unjust, unreasonable, prejudicial and disadvantageous ra 
on anthracite coal from the Lehigh Anthracite Coal District 


favor of the Wyoming Anthracite Coal District; also agai 
the cancellation of the restorage privilege at Perth Aml 
charges Ask for hearing and 


and the resultant storage 
vestigation, giving of just and reasonable rates, charges, ru 
and regulations. 
No. 5918. Chas. H. Collins Co., of Wash., 

Northern Pacific et al. 

Against a rate of $1.08 on shipments of 
tier, Calif., to Kenniwick. Ask for the 
rate as a maxima and reparation. 


Kenniwick, 


lemons from WI! 
restoration of a 


Creek, |! 


No. 5919. Alpha Portland Cement Co., of Martin's 
vs. Baltimore & Ohio et al. 

Against a rate of $2 per ton on slack coal from the Fa 
mont District to Martin’s Creek, as unjust, unreasona! 
discriminatory and excessive to the extent that it exces 
a rate of $1.45 per gross ton Ask for the fixing of a reasi 
able maxima rate not to exceed $1.45 and reparation to 


amount of $148,981.63. 
No, 5920. Alpha Portland Cement Co., of 
vs. Pennsylvania R. R. Co. 

Same as above, on coal from points of shipment on G! 
7, Hermine and Ocean Colliery No. L, and elsewhere. 5a 
rate asked for and reparation to the amount of $25,044.44 

No. 5922. Mitchell Coal & Coke Co., Clearfield District, Pa 
Pensylvania R. R. Co, 

Alleges rebates and divisions of the rates to other shipp 
of coal and coke in the same district, viz., of 18 cents 
coal and 20 cents on coke to the Altoona Coal & Coke Co., 
shipments east of Altoona and 13 cents on coal and 10 cents 


ton 


Martin’s Creek, | 


eoke to Altoona and local points west; 15 cents per 
either coal or coke to the Glen White Coal & Lumber 
15 cents and 10 cents to the Millwood Coal & Coke Co 
cents on coke to the Bolivar Coal & Coke Co., 10 cents 
coal and coke to the Latrobe Co., as trackage allowan 
Ask for a hearing and investigation, an order declaring 
payment of such allowances unjust and unlawful, that 
and excessive, that fair and pr 


rates be declared unjust ; 
rates be established and that they be granted regeration. 


No. 5923. Leahy Manufacturing Co., Higginsville, Ky., vs. 
souri Pacific et al. 


Against a rate of 33 cents per incubat 


100 pounds on 
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“CHICAGO MILL” BOXES 


Delivered to ALL POINTS with 
Promptness and Reliability from 


THIS GREAT CENTRAL SHIPPING DISTRICT 


We own and operate plants at points 
a 


A OBA No ia al We Operate 
** Chicago Mill ”’ : SK aS w nf 15 Plants, located 
Box Yige > from Sault Ste. Marie 
is the L fg Pr | to New Orleans. 
Best Box . r \ by aes 
because the Highest tes "Do 
Efficiency and the 
Most Skillfal Labor 


We Make 


Every Style Packing 
Box Known to the 


available oo 2 aad Trade. 


are utilized in 
its manufacture. 


Corrugated and 
Fibre Containers 


Wire-Bound Boxes 





Fer > 7 Wooden Boxes 
‘6 ” 3 R ¥ he - of Any Kind 
BOX ECONOMY , 1 eee Male, Made Up or in Shooks 
Consult Our ttt GS — 7 


Package Experts. Egg Cases 


Res mexalf aCe 
We are exclusive selling agents for plants at points marked © 


The advantageous location of our plants is but one feature of 


**CHICAGO MILL SERVICE. ’’ 


WRITE US FOR PRICES 


CHICAGO MILL AND LUMBER COMPANY 


805 Sangamon St. CHICAGO 


As a Friend of THE TRAFFIC WORLD, please Mention the paper in writing to advertisers. 
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k. d., and an excessive minimum weight. Ask for cease and 
desist order, the establishment of maxima rates and repara- 
tion. 
No, 5924. Wabash Sand & Gravel Co., of Terre Haute, Ind., vs. 
Vandalia R. R. et al. . 
Alleges discrimination in the matter of furnishing cars in 
favor of other industries located on their tracks. Also against 
the practice of making the marked car capacity the minima, 
which, it is charged, has been discarded by the principal sand, 
gravel and ground limestone carrying roads in Indiana and 
Illinois. A cease and desist order, an order making it obliga- 
tory to furnish cars pro rate, and a further order for the 
amendment of tariffs to make 90 per cent of the marked 
capacity the minima. 
No. 5925. Oecetting Bros, Ice Co., Chicago, Ill., vs. Minneapolis, 
St. Paul & Sault Ste. Marie Ry. Co. et al. 
Alleges unjust and unreasonable switching charges on ice 
delivered in Chicago from Wisconsin points Demands reas- 
onable rate from Channel Lake and Camp Lake, Wis., to 


Chicago. Reparation demanded. 


INFORMALREPARATION ORDERS 


United States Express Co.: Order 
refund of $5.94, account un- 
applied on four carloads of fish, forwarded 
Ill., to Dallas, Tex., in 1912. 

& Foundry Co. vs, St. L., IL M. & S&S. 
May 2, 1913, directing refund of 
unreasonable rate applied on two 
1910, from Mem- 


Pan VE 
1913, directing 


24981. Adams, 
entered May 2, 
reasonable rate 
from Chicago, 

24517. American Car 
Ry. Co.: Order entered 
$76.23, on account of an 
Cc. L. of railway material, shipped Nov. 19, 
phis, Tenn., to Parkin, Ariz. 

24494. American Seeding Machine Co., Inc., vs. C! G. W. R. R. 
Co.: Order entered May 2, 1913, directing refund of $4.80, 
on account of an unreasonable rate applied on one C. L. of 
agricultural implements, shipped Feb. 7, 1910, from Rich- 
mond, Ind., to Harlan, Ia. 

25203. American Tar & Turpentine Co., 
La. & Tex. R. R. & Steamship Co. et al.: 
2, 1913, directing refund of $100.50, account unreasonable 
rate applied on one C. L. of batting dross, forwarded from 
Kirbyville, Tex., to New Orleans, La., on April 30, 1912. 

24734. Atlantic Rice Mills Co, vs. N. O., T. & M. R. R. Co. 
et al.: Order entered May 2, 1913, directing refund of $611.35, 
account unreasonable rate applied on two C. L. of rice, for- 
warded from Newellton, Ia., to Beaumont, Tex., on Feb. 25, 
1911. 

25235. Bailey, John T., Co. vs. B. & O. S. W. R. R. Co.: 
Order entered May 2, 1913, directing reimbursment in the 
sum of $7.43, account drayage expense incurred, due to mis- 
routing of one C. L. of hemp, forwarded from Winchester, 
Ky., to Philadelphia, Pa., on Feb. 25, 1911. 

24729. Brecht, The, Co. vs. A., T. & S. F. Ry. Co. et al.: 
Order entered May 2, 1913, directing refund of $75.01, ac- 
count unreasonable rate applied on C. L. tin cans, from St. 
Louis, Mo., to Albuquerque, N. M., Oct. 15, 1909. 

25791. Busch-Grace Produce Co., Inc., vs. St. L., IL M. & S&S. 
Ry. Co.: Order entered May 2, 1913, directing a refund of 
$43.90, account unreasonable rate applied on two C. L. of 
apples, forwarded from Aurora, Mo., to Memphis, Tenn., Feb 
23 and 24, 1912. 

24775. Butler, H. M., vs. St. L. & S. F. R. R. Co. et al: 
Order entered May 2, 1913, directing refund of $37, account 
unreasonable rate applied on one C. L. of emigrant outfit, 
forwarded from Allen, Okla., to Grove, Okla., Jan. 11, 1911 

25223. Caine, John J., vs. P.. B. & W. R. R. Co.: Order 
entered May 2, 1913, directing refund of $10.62, on account 
of an unreasonable rate applied on one C. L. of cast-iron 
bearings, shipped May 20, 1912, from Wilmington, Del. to 
Washington, D. C. 

23300. Campbell, M. C., vs. A., T. & S. F. Ry. Co. et al: 
Order entered May 2, 1913, directing refund of $112.63, ac- 
count unreasonable rate applied on 15 C. L. of cattle, for- 
warded from Points in New Mexico to Sitka, Kan., in Octo- 
ber, 1911. 

25291. Carbon Timber Co. vs. U. P. 
entered May 2, 1913, directing the 
unreasonable rate applied on one C. L 
from Pryor, Colo., to McGrew, Neb., on Dec. 12, 1913. 

25807. Chattanooga Pole Co. vs. L. & N. R. R. Co.: Order 
entered May 2, 1913, directing refund of $17.19, on account 
of an unreasonable rate applied on one C. L. of telegraph 
poles, shipped July 25, 1912, from Dyllis, Tenn., to Birming- 
ham, Ala. 

21124. Cleve, B., vs. El Paso & S. W. Co. et al.: Order entered 
May 2, 1913, directing refund of $54, account unreasonable 
rate applied on one C. L. of apples, forwarded from Cloud- 
croft, N. M., to Dallas, Tex., on Nov. 1, 1911. 

25778. Collins, C. H., Co. vs. Nor. Pac. Ry. Co. et al.: Order 
entered May 9, 1913, directing refund of $32.58, account un- 
reasonable rate applied on one carload of oranges and lemons 
forwarded from Redlands, Cal., to Kennewick, Wash., under 
date of Feb. 14, 1911. 

21313. Corno Mills Co. vs. T., St. L. & W. R. R. Co.: Order 
entered May 2, 1913, directing refund of $20, account of dray- 
age expense incurred due to the misrouting of one C. L. of 
mill feed, forwarded from East St. Louis, Ill, to New York, 
N. Y., June 15, 1911. 

19222. Cotton, C. N., vs. A., T. & S. F. Ry. Co.: Order en- 
tered May 2, 1913, directing refund of $42.50, on account 
of an unreasonable rate applied on one shipment of ground 
chili pepper in bags, forwarded Oct. 26, 1909, from Anaheim, 
Cal., to Gallup, N. M. 

24891. Currie & Campbell vs. Sou. Ry. Co. et al.: Order 
entered May 2, 1913, directing refund of $16.49, account un- 
reasonable rate applied on one C. L, of hemlock lumber, 


Ltd., vs. Morgan’s 
Order entered May 


R. R. Co. et al.: Order 
refund of $19.76, account 
of nut coal, forwarded 
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forwarded from Paint Rock, N. C., to Summit, N. J., on 
April 8, 1911. 

23678. Cypress Lumber Co. vs, Apalachicola Northern R. R. Co 
et al: Order entered May 9, 1913, directing refund on or be- 
fore June 8, 1913, of $75.48, account of unreasonable charges 
collected on five carloads of lumber shipped during period 
Aug. 10, 1910, to Nov. 18, 1910. 

23770. Fort Smith Wagon Co. vs. La. & Ark, Ry. Co. et al. 
Order entered May 9, 1913, directing refund of $102.12, account 
of unreasonable rate exacted for the shipment of one carload 
of farm wagons from Fort Smith, Ark., to Magnolia, Ark., 
under date of July 20, 1911. 

23769. Lisco Mercantile Co. vs. Union Pacific R. R. Co. et al: 
Order entered May 9, 1913, directing refund of $3.80, account 
of unreasonable charges collected for the shipment of one 
carload of cement from Gas, Kan., to Lisco, Neb., under date 
of March 25, 1911. 

24356. Hines, J. F., vs. A., T. & 8S. F. Ry. Co. et al.: Order 
entered May 9, 1913, directing refund of $20.00, account of 
unreasonable rate exacted for the shipment of one carload of 
hay from Rock, Kan., to Kansas City, Mo., under date of 
Nov. 15, 1911. 

26332. Hunter-Robinson-Wenz Milling Co, vs. B. & O. S. W. 
R. R. Co. et al.: Order entered June 9, 1913, authorizing re- 
fund of $28.40, account unreasonable rate applied on four 
carloads of bulk bran, from Trenton, Ill., to Carnegie, Pa., 
during period Aug. 14 to Oct. 2, 1911. 

16263. International Harvester Co. of America vs. C., N. O. & 
T. P. Ry. Co.: Order entered June 1913, directing refund 
of $78.20, account unreasonable rate on three shipments of 
agricultural implements, Springfield, O., and Chicago, Ill., to 
Jacksonville, Fla. 

26861. International Harvester Co. of America vs. LL. & N. R 
R. Co. et al.: Order entered June 9, 1913, authorizing refund 
of $3.38, account unreasonable rate applied on carload of agri- 
cultural implements, from Chicago, Ill, to Elizabethtown 
Ky., April 17, 1911. F 

23629. International Salt Co. of N. Y. vs. L. V. R. R. Co Or 
der entered June 7, 1913, authorizing refund of $1,898.05. ac- 
count unreasonable rate applied on 89 carloads of anthracite 
coal from Lattimer No. 4 Colliery, Lattimer Mines, Pa. (11) 
Kingston No. 4 Colliery, Kingston, Pa. (9), and Bast Boston 
Colliery, Luzerne, Pa. (69), to Ludlowville, N. yY. during 
the period from Feb. 7, 1912, to March 14, 1912, inclusive. : 

26847. Italian Fruit & Produce Co. vs. Sou. Pac. Co.: Orde: 
entered June 9, 1913, authorizing refund of $8.25, account un- 
reasonable rate applied on carload of sweet potatoes, from 
Livingstone, Cal., to East Portland, Ore., Oct. 30, 1912. 

27436. La Follette Iron Co. vs. Sou. Ry. Co. et al.: Order en 
tered June 4, 1913, directing refund of $18.90, on account o 
an unreasonable rate applied on four carloads of pig iron 
shipped during the period from Jan. 18 to July 15, 1911. fron 
La Follette, Tenn., to Milwaukee, Wis. : . : 

27435. La Follette Iron Co. vs. Sou. Ry. Co, et al.: 
tered June 4, 1913, directing refund of $15.30, 
unreasonable rate applied on three 
shipped April 15, May 18 and June 1, 
Tenn., to Milwaukee, Wis. 

26863. Lang & Co. vs. Gt. Nor. Ry. Co Order entered Jun¢ 
9, 1913, authorizing refund of $15.70, account unreasonable 
rate aplied on one carload of canned salmon, from Anacortes 
Wash., to Portland, Ore., July 25, 1912. 

26135. Lowe & Co., J. W., vs. A., T. & S. F. Ry. Co.: Orde: 
entered June 9, 1913, authorizing refund of $6.36, account un 
reasonable rate applied on one carload of hay, from Ric 
mond, Kan., to Kansas City, Mo., reconsigned to Marceliné 
Mo., Feb. 17, 1912. 

23485. Lyons Milling Co. vs. St. L. & S. F. R. R. Co.: Ord 
entered June 3, 1913, directing refund of $13.53, on account 
of an unreasonable rate applied on one mixed carload of flou 
shipped April 1, 1912, from Lyons, Kan., to Sapulpa, Okla. 

23484. Lyons Milling Co. vs. St. L. & S. F. R. R. Co.: Order 
entered June 2, 19138, directing refund of $11.25, account w 
reasonable rate on one shipment of bran, Lyons, Kan., 
Vinita, Okla. 

23483. Lyons Milling Co. vs. St. L. & S. F. R. R. Co.: Order 
entered June 2, 1913, directing refund of $19.78, account u: 
reasonable rate on one shipment of flour, Lorraine, Kan., 
Vinita, Okla. 

15780. Marshall Milling Co. vs. C., B. & Q. R. R. Co. et al 
Order entered June 1913, directing refund of $116.10, a: 
count umreasonable rate on one shipment of flour, Marshal 
Minn., to Auburn, Neb. 

27349. McKee & Bliven vs. Pa. Co. et al.: Order entered Ju! 
5, 1913, directing refund of $17.62, on account of an unreaso! 
able rate applied on two carloads of mussel shells, shipp« 
Oct. 5 and 13, 1910, from Marietta, O., to Keithsburg, IH. 

26004. Mendenhall, C. N., vs. C., B. & Q. R. R. Co.: Order er 
tered June 9, 1913, authorizing refund of $5.72, account wu! 
reasonable rate applied on carload of hay, from Hamburg, I 
to Omaha, Neb., June 8, 1912. 

27539. Moore-Watson Dry Goods Co. vs. Sou. Pac. Co. et a 
Order entered June 7, 1913, authorizing refund of $21.07, 
count unreasonable rate applied on 29 shipments of cott 
hosiery and cotton knit underwear, from Fairhill (2), Ma 
heim (1), Phoenixville (8) and Spring City (1), Pa., ar 
Riverside, N. J. (17), to San Francisco, Cal. 

27453. Murphy-Grant & Co. vs. Sou. Pac. Co. et al.: Ord 
entered June 7, 1913, authorizing refund of $1.98, account u! 
reasonable rate applied on 1,245 pounds of cotton hosiery fr 
West Nashville, Tenn., to San Francisco, Cal., March 23, 19 

22016. New Prague Flouring Mill Co. ys. C., R. L & P. R 
Co. et al.: Order entered June 3, 1913, directing refund 
$61.86, on account of an umreasonable rate applied on t' 
shipments of flour and one shipment of feed, forwarded du 
ing the period from July 1 to Sept. 19, 1911, from Né« 
Prague, Minn., to various points in Minnesota, via an inter 
state route. 


Order en 
on account of an 
carloads of pig iro 
1911, from La Follett 
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_ UNITED STATES»* DOMINION TRANSPORTATION (0. 
DOMINION TRANSPORTATION CO., LTD. 


FREIGHT and PASSENGER LINES 


LAKE SUPERIOR GEORGIAN BAY 
Connections with all rail and boat lines at 

DULUTH PORT ARTHUR ASHLAND OWEN SOUND 

FT. WILLIAM BAYFIELD SAULT STE. MARIE MICHIPICOTEN 


SERVICE UNEXCELLED 


Write for FREIGHT TARIFFS, DESCRIPTIVE LITERATURE of our SCENIC ROUTES and SCHEDULES to 


L. P. HOGSTAD, Division Supt. L. D. ROSENHEIMER, Traffic Manager Cc. E. AINSWORTH, Manager 
DULUTH, MINN. CHICAGO, ILL. SAULT STE. MARIE, MICH. 


MONEY SAVED! y's tx oe Pat 


form System 


NO MATTER WHAT TRANS- 
PORTING TRUCK YOU USE 


More Time and 
Money is Saved by 
Using the 


Tapley hiereved ‘Blovatiiie Truck 


SEND FOR CATALOGUE AND FULL INFORMATION 


TAPLEY SPECIALTY COMPANY, 531 W. 37th Street, New York City 


HAVE YOU LOOKED THROUGH 


“THE BOOK SHELF” 


RECENTLY ? 


The Elegant Stee! Steamships 
“Manitou”—* ~Missourl  — linols” “Manistee” 


o 
ac ale Te. nd othe > ionees ou 

pac Island higai anecti ing wi ith a all fines for Lake 

Superior — | Rastern "Points. The most attracti 


New books are being regu-" 
larly added as they are pub- 
lished, and the very one you 
need most may be listed for the 
first time in any issue. 


. 
Sault Ste. Marie the 
le teamships are among the — and — equipped on Goes Lakes. 

gah cae On Sl aheieas oe re co mforta those averse to lake trips. 

They offer the traveler every moder ee a adds to the delights of an . 
N outing on the water. For illu strated folder and book of tours fie 
N J. C. CONLEY,G.P.A. Offices and Docks, ush Street Bridge, CHICAGO 7% sy 
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Increasing Efficiency on the Short Haul 


New devices and methods that have made good by increasing efficiency in freight handling and 
other branches of traffic work. Contributions are welcomed. THE TRAFFIC 
WORLD will be pleased to answer inquiries concerning any 


MOTOR TRUCKS SAVE 334 PER CENT 





Substantial economies in the hauling of paving ma- 
terial and supplies have been effected by the Warren 
Brothers Co., the well-known paving contracting firm of 
Boston, two White trucks of five tons capacity 
and one of 3,000 pounds. In less than a year’s experi- 
ence, and without- materially changing the facilities that 
had been developed for horse service, the officers of 
this company have reduced their hauling costs 33% per 


with 


cent, and placed their order with the White Co. for 
three additional trucks. 

Ten of the 12 horses that were formerly main- 
tained in their big Cambridge yards have been sup- 
planted, and a considerable part of their wagon equip- 





device or method mentioned in this department. 








Gravel is stored in elevated bins or pockets and 
discharged by gravity, asphalt is unloaded from a spu: 
track and crushed rock is hauled by an inclined cable 
railroad, all of which tends to show that the materia! 
which is stored in quantities is handled scientifically, 
and the plant has been improved in practical ways to 
facilitate the receipt and distribution of material as r« 
quired for contract work. 

When horses were used exclusively the operations 
of the company were limited to a ten-mile radius from 
the center of Boston, and the greater part was insid 


a seven-mile radius, including about 17 adjacent cities 


This limit of carting distance has been due to the fact 
surfacing material, 
of crushed 


which is com 


stone, 


that the  bitulithic 


posed of certain proportions gravel 
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ment has been adapted to the use of trailers with satis- 
In addition, the officials are satisfied 
that they can further reduce their hauling 
making some changes in their yard facilities to 
the new conditions of transporting and loading. 
The company maintains two asphalt refineries in 
California, and the asphalt is shipped by rail. Crushed 
stone arrives in railroad cars, delivered by 
rail or steamship and gravel reaches the yard in barges 
from Long Island. Many contracts are made for work 
in cities and towns quite distant from the Boston insti- 
tution, and in such cases the necessary equipment and 
tools are shipped and transportation units are hired. 
The Boston installation, however, is a permanent insti- 
tution and the facilities of the Cambridge plant have 
been developed to meet the requirements of street pav- 
ing, sidewalks, buildings, floorings and roofing, in Bos- 
ton and vicinity. 


factory results. 
costs by 
meet 


cement is 


Five-Ton White Power Dump Truck Discharging Paving Mixture of Crushed Stone, Gravel and Fluid Asphalt. 








. os 
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and fluid asphalt, is mixed at a temperature of 300 
grees in the Cambridge yard, and must be loaded, 
hauled and dumped before it cools. 

The work can be done only in dry weather, making 
it necessary to have the hauling done as expeditiously 
as possible. It must be delivered in practically the 
same consistency as when it is unloaded from the mixe 
into the dumping body of the truck, and it is also nec 
essary to have a sufficient number of men at work oD 
the paving job to handle the surfacing when it arrive 
It is therefore a proposition involving mixing, loading, 
hauling and dumping with the minimum loss of time 

With several jobs in progress at the same time 
the utmost reliability is demanded of the trucks. [' }§ 
apparent, therefore, that losses of time which are 12 
separable from any animal installation mean. a consid 
erable loss of money. On the other hand, the compa?! 
figured that a motor truck, in order to be prefe! ble 
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Transportation, Young 
for Employment 


Field 
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Man, Profitable 
Right Now! 


isa 


In the above picture is shown the hand of Jas. J. Hill who controls this bi 
railroad system which extends from Lake Superior to Puget Sound. Mr. Hil 
began railroading while a very young man, under circumstances no more favorable 
than those under which thousands of other young men of today are beginning. 


Here is Mr. Hill’s Record: 


He was born in the country, near Guelph, 
Ontario, in 1838. His first railroad job was 
that of telegraph operator. At about 32 years 
of age he became an important man in the 
railroad world, having formed the Red River 


road equipment—these millions of dollars of 
capital. 


Then take a look at yourself and see how you 
measure up to the standard of efficiency which 
Mr. Hill has set. Ask yourself whose fault it is 
if you are stil! plugging along asa station agent 
or a telegraph operator or a general office cierk 


There are thousands of Jas. J. Hill's, but 
true, they are not all in the railroad business. 
Many of them are at the heads of the big indus- 
trial and commercial institutions located all over 
the United States, from Maine to California. 
They all started just like Mr. Hill started—at the 
bottom—and the same things which made Mr. 
Hill successful made these thousands of other 


Transportation Company, which opened up 
the rich wilderness between St. Paul, Minn., 
and Winnipeg, Canada. 


A little later he helped build the Canadian 
Pacific. He then became the leading factor 
in building the present Great Northern Sys- 
tem, with its 7487 miles of track, reaching 
from Duluth, Minn., on Lake Superior, to 
Vancouver, in British Columbia. 


Think of the millions of dollars which the build- 
ing of the Great Northern Kallway 
represents—think of the thousands 
of freight and passenger cars, and 
the one thousand eleven hundred 
and ninety-one big railroad ltoco- 
motives owned and in operation 
by the Great Northern Railway. 
Think of Jas. J. Hill,who figura- 
tively holds in the paim of his 
hand this vast amount of rail- 


[ese scseceeseceecesccceuas 


La SALLE EXTENSION UNIVERSITY 
Dept. 000, Chicago, Illinois 


Please send “Ten Years’ Promotion in One”’ 
and your book telling how I may, without 
interfering with my present employment, pre- 
pare myself as a Traffic Manager. 


ie Occupation 
SESSSESERESEESE REESE eee 


ora bookkeeper at $65.00 a month. men suceessiuk 


The Same Things Will Also 
Make You Successful 


Five of the main elements of their success are 
shown in the illustration above. Study this 
picture closely, and if you are not already one 
of the “big men” you'll be pretty apt to “find 
your starting point” in this chart and the coupon 
atthe bottom of this page. 


Get Aboard the Limited Express to “Promotionville” 


Through our course in Interstate Commerce we teach you how to find out about the work the 
man higher up is doing. We teach you all about the new freight laws that have caused so many 
changes in the old way of figuring rate combinations. 


Perhaps there is nota man who will read this 
announcement, who is not familiar with Mr. 
Hill’s record. Many of you know him personally; 
therefore, you know that there is nothing mys- 
terious about his rapid rise from a little country 
railroad station job to a position of power and 
affluence. The above drawing tells the secret of 
his success. Itshows you the five main elements 
of Mr. Hill’s success—the same five elements 
that will make you successful. 


If you do not wish to follow railroad work, the big steel plants, the big coal companies, the 
big lumber companies, and the hundreds of other big industrial corporations offer big opportunities 
to men who can save them money in the shipment of their respective commodities. A Traffic 
Manager's salary is not an expense to a firm, but to the contrary it is a profitable investment, 
because he may save the firm ten times his salary each year. This kind of position enables a good 
man to command his own salary. Any one with ordinary education and ability may successfully 
complete the course. Not even the high school education is essential. 


Positions as Traffic Managers 
Often Pay $5,000 a Year 


We can prepare you right in your own home for one of these big jobs. The attached 
coupon will bring all particulars and a FREE copy of our book, **TEN YEARS’ 
PROMOTION IN ONE.” This book is worth a dollar of any man’s money, but 
it is Free to you while the present edition lasts. 


La SALLE EXTENSION UNIVERSITY 


Department 215 - - CHICAGO, ILL. 


We have courses which prepare you for the following: Lawyer, Business Manager, 
Pablic Accountant (C. P. A.), Traffic Manager, Bookkeeper, Correspondent 


As a Friend of THE TRAFFIC WORLD, please Mention the paper in writing to advertisers. 
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to horses, must actually earn $15 a day. 

Careful figures which have been compiled by the 
company covering both horse and motor truck installa- 
tions show that each White truck did the work of 
three twohorse teams, and occasionally four teams. 
When trailers were used the trucks supplanted five and 
six teams, according to the character of the work and 
the distance of the haul. The use of trucks, further- 
more, extended the area in which paving contracts 
could be made, and on one occasion a contract was per- 
formed in Haverhill, 38 miles distant. The trucks were 
used to carry tools and equipment both ways, saving 
freight charges and considerable time. The trailers, in 
addition to hauling surface material, carried the port- 
able furnaces and heating material. 

Both of the dump trucks are built with sheet steel 
bodies of special design, but they are elevated by the 
standard White power dumping mechanism, which allows 
an angle of 45 degrees. The bodies are 11 feet long, 
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to a practical degree of accuracy and durability. Th« 
use of such automatic dial attachments will increase 
the speed of the weighing of L. C. L. freight from tw: 
to three times, and with less liability of error in th 
recording of weights. ‘The sub-committee is of the opin 
ion that, where warranted by the amount of L. C. 

freight to be weighed, or the method of or congestion 
in its handling, the use of approved automatic dial at- 
tachments will contribute to economy and dispatch. 


CLASSIFICATION ITEMS OVERLOOKED 


The Local Freight Agents’ Association of Chicago 
has issued the following circular concerning items in 
classifications which are frequently overlooked: 

“Your attention is directed to rules five and six of 
Illinois Classification No. 10-A, in reference to applica 
tion of rates on commodities named in said classification 
when shipped at owner’s risk (O. R.) and penalty where 
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Warren Brothers Co. Utilizing Their White Five-Ton Truck for Hauling Supplies and Tools. 


6 feet wide and 18 inchés deep, having a capacity of 
100 cubic feet. The paving material weighs about 100 
pounds to the cubic foot, making a full load exactly 
five tons. The 3,000-pound truck is fitted with a regular 
stake platform body. 


AUTOMATIC DIAL SCALES. 


The American Railway Association has adopted the 
following standing resolution: “Resolved, That the rec- 
ommendations of the sub-committee on weighing in regard 
to the use of automatic dial scales be approved. These 
recommendations read as follows: “To insure protection 
of revenue, the necessity exists for the weighing of a 
continually increasing amount of L. C. L. freight. A 
large percentage of such freight being received near the 
closing hours of freight houses makes it necessary to 
weigh and record weights quickly and accurately, that 
trains may be dispatched on schedule. A number. of 
types of automatic dial attachments for application to 
scales for weighing L. C. L. freight have been perfected 


commodities are tendered without proper notation on 
shipping tickets. 

“Also to rule two of Western Classification as to 
‘Declared or Invoice Valuation’ of commodities named, 
and to rule one of Official Classification No. 39, as to 
shipments made ‘subject to terms and conditions of 
Uniform Bill of Lading, or higher rate when shipped at 
earrier’s risk.’ 

“These items in classifications seem to be over: 
looked in making shipping orders, causing considera! 
confusion among the railroads, as well as dissatisfacti 
among the shippers and consignees when charged 
higher rates on account of shipping tickets not being 
properly made out.” 


NEW YORK TRAFFIC CLUB. 

The Traffie Club of New York had its annual o' 
and clambake on July 19 at College Point, Long Is!ané. 
with attendance of about 800. A program covering 4 
variety of sports was provided. The clay pigeon s/100! 
was won by J. L. Smith, president Smith Motor ‘0; 
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J uly 26, 1913 


POSITIONS WANTED OR OPEN 


Young man, age 30, desires position as TRAFFIC 
MANAGER or ASSISTANT TRAFFIC MANAGER, with 
manufacturing concern or commercial organization. Ten 
years’ experience with railroad and manufacturing com- 
panies in actual traffic work. Familiar with classification, 
tariffs, rate construction and making, also rules and 
regulations of the Interstate Commerce Commission. At 
present employed in handling traffic affairs of large iron 
and steel manufacturing company. Best of reference. 
Address X 91, Traffic World, Chicago. 


Wanted—Position as AUDITOR. Fifteen years’ ex- 
perience in railway accounting in all its branches. At 
present employed in that capacity. References as to 
ability and character. Address G-17, Traffic Service Bu- 
reau, Chicago. 


Appointment as ASSISTANT GENERAL MANAGER 
or GENERAL TRAFFIC MANAGER for some “Sick” rail- 
road system by man of 42—not theoretically experienced, 
but through the “mill” from trucker to general traffic 
manager under best traffic and operating men. Will for- 
feit $20,000 if can’t make good. Address M.L.B.-6, Traf- 
fic World, Chicago. 


Young man 30 years old would like position as 
ASSISTANT TRAFFIC MANAGER, with chance for ad- 
vancement. Ten years’ experience. Can furnish best 
of references,, Address. Traffic World, H-O1. 


Tier at End of isles 


You can put a case, bale or barrel on 4a 
Revolvator platform when it is pointing 
down an gist, then by swinging it around 


the load, tan be pushed off at the side on 
rear. For tiering at the end of narrow 
aisles, what good is a tiering machine that 
cannot turn around ? 

Don't forget that the Revolvator turns on 
its own center on ball bearings, but is pro- 
vided with a catch which automatically 
locks it in any position, so that it positively 
will not swirl around when in use. 

If you want to find out how to increase the 
capacity of your storehouse and to stow 
twice aS many cases per day. write for our 
booklet T W 18, “Scientific Tiering.” 


N. Y. REVOLVING PORTABLE 
ELEVATOR CoO. 
364 Garfield Ave. Jersey City, N. * 
2 


ARTHUR B. HAYES 
ATTORNEY-AT-LAW 


COLORADO BUILDING WASHINGTON, D.C. 


Former member of the Department of Justice as 
Solicitor of Internal Revenue 


Commerce 
a Specialty 


interstate Litigation 
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in baseball Transportation won over Industrials by 9 
to 2; Eugene A. Kelly won 50-yard dash for young men; 

Aiken won the 50-yard gallop for old-young men; 
E. K. Rothstein took the dash for fat men, C. W. Draden 
the 50-yard (gum?) shoe race, and James Rosenberg 
the sack race. Police and Gum-Shoe men are reported 
to have done excellent service. 


TRAFFIC CLUB OUTING. 


The Traffic Club of Chicago will have an old-fash- 
ioned picnic and outing at Dellwood Park on July 31. 
The Rock Island will furnish a special train leaving 
Chicago at 8:40 a. m. and on the return leaving Joliet 
at 5:30 p. m. Entertainment will consist of archery 
contest, great mystery contest, mathemathical race, egg 
race, chicken dinner, dancing, baseball, etc. 


=== SPECIAL SERVICE 


Do you require an address? Looking for someone? 
Do you require a special confidential commission exe- 
cuted? Negotiations, Investigations, Settlements, Adjust- 
ments, Purchase of goods or property, Information, pays 
Taxes, Customs or Internal Revenue. bills, redeems 
Pawned Articles, secures Steamer or Pullman berths, 
Theater tickets, performing with experience and discre- 
tion any legitimate service. 


FOREIGN EXPRESS 


Consular documents prepared, Drafts collected or 
negotiated, Passports, International licenses and trip- 
tyque for Automobilists, Fast service New York to 
France and Colonies, Belgium, Switzerland, Spain, Portu- 
gal, Greece, Turkey, Russia, Servia, Porto Rico, West 
Indies, Philippine Islands, etc. 


STORAGE WAREHOUSE 


Greater New York, Jersey City and vicinity, advances 
procured, storage arranged any point on globe, transfers 
made, carloads distributed and consolidated, Moving, 
Shipping, Forwarding, Household Goods, Pianos, Works 
of Art, any place, Marino Insurance, Freight Contrac- 
tors, Lighterage. 


HUGUENOT EXPRESS, 524 W. 36th St., New York City — 


Freight Rates Made Easy 


The CHICAGO FREIGHT RATE GUIDE 
of class rates is a‘condensed file of railroad tar- 
iffs, arranged for quick reference, showing 
THROUGH RATES from Chicago and Mil- 
waukee territory to towns in every state in 
the Union. 


All technicalities are eliminated in this, the 
most handy of all freight rate Guides. Not 
complicated ; just a practical and simple refer- 
ence book of class rates; concise and conven- 
ient. 


For checking expense bills, estimating pre- 
pays, quoting delivered prices, etc., etc., it is in 
a class by itself. Quicker than the telephone, 
and easier of access than a railroad tariff. 
Kept up to date at all times. Indorsed by rail- 
road and shipper alike. 


Yearly subscription price only $7.50. 


rar (easton, WW. MARTIN & CO. ics 


417 S&S. Dearborn St., Chioago, Iii. 
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Directory of Attorneys 


Practicing before the Interstate Commerce Commission 















Charles Conradis 


Practices befcre the 
Interstate Commerce Commission 
418-430 South Market St., Chicago 
506-7-8-9-10 Colorado Bldg., Washington, D. C. 


H. R. Small 


Practices before the Interstate Commerce Commission 


1605-14 Pierce Bldg., St. Louis, Mo. 



















Belt & Graves 


Attorneys at Law; practice before Interstate Com- 
merce Commission and all Courts 


810-814 Times Bldg., St. Louis, Mo. 


John B. Daish 


Interstate Commerce cases only 
.410 Security Trust Bldg., Chicago 
602-606 Hibbs Bldg., Washington, D. C. 
























Watson & Abernethy 


Attorneys at Law. Specialists in Interstate Com- 
merce Cases. 


B. G. Dahlberg 


Commerce Expert. 
Pioneer Building. St. Paul, Minn. 






Walter E. Mc Cornack 


Formerly attorney for Interstate Commerce Commis- 
sion; Counselor at Law 
Suite 956 First National Bank Bldz., 
Chicago, Ill. 























Hal H. Smith 


(Beaumont, Smith @ Harris) 
Practices before Interstate Commerce Commission, 
1123-28 Ford Bldg., Detroit, Mich. 


Cc. D. Chamberlin 


Attorney at Law, Commerce Counsel for the 
National Petroleum Association 
Rose Bldg., Cleveland, Ohio 



















Richard J. Donovan Littleford, James, Ballard & Frost 


Francis B. James (Commerce Counsel and Attor- 











Counselor at Law; Preparation of cases and trials ney and Counselor at Law), in charge of Washing- 
of cases before the Interstate Commerce Commission ton office, where E. E. Williamson (Transportation 
a specialty; Experts on railroad tariffs furnished; Expert and Statistician) is associated. 
Correspondence invited. 805-6-7-8 Westory Bldg., Washington, D. C. 









First National Bank Bldg., Cincinnati, O. 


Jean Paul Muller 


Formerly with I. C. C. and Dept. of Justice as 
Expert Acct. and Spcl. Asst. U. S. Atty. Specialty 
Financial and Operating Analyses, Cost of Service 
Tests and Comparisons in Interstate and Intrastate 
Rate Litigation. 

420-424 Woodward Bldg., Washington, D. C. 


233 Broadway, New York 






















Emerson Bentley 


Attorney at Law; Special attention to commerce 
practice before the Interstate Commerce Commission 
and Railroad Commission of Louisiana. 

201-203 First National Bank Building, Shreveport, La. 


BORDERS, WALTER & BURCHMORE 


555-561 Rookery, CHICAGO 
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M. W. Borders Luther M. Walter John S. Burchmore 
CORPORATION INSURANCE Formerly Attorneys for Interstate Commerce Commission 
AND ANTI-TRUST LAWS ALL MATTERS AFFECTING CARRIERS AND PUBLIC UTILITIES 
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EXPORT BUSINESS 


Most manufacturers are waking up to the fact that this is an important subject 
and are reaching out for such trade. A competent Forwarding Agent can be 


of material assistance to manufacturers. 
We quote rates of Freight and Marine Insurance to all places abroad and shall 
gladly answer inquiries respecting Consular Regulations, Customs Duty, etc. 


G. W. SHELDON & CO., Chicago, New York, London, Liverpool, Paris,}Havre,' Boulogne-Sur-Mer 





Directory of Transfer Agents, Freight Forwarders, Warehouseman, Custom House Brokers, etc. 





624 West Thirty-sixth St. 
warders, 


and distribution. 


CHICAGO, ILL. 


western and Pacific Coast points. 


DETROIT, MICH. 


Fo the Wabash and Canadian 


Merchandise delivered as ordered. 


The National Industrial Traffic League. 
Object—The object of this league is 
to interehange ideas concerning traffie 
matters, to co-operate with the Inter- 
state Commerce Commission, state rail- 
road eommissions and transportation 
eomparmies in promoting and securing 
better understanding by the public and 
the state and national governments of 
the needs of the traffic world; to secure 
proper legislation where deemed neces- 
ary, and the modification of present 
laws where considered harmful to the 
free interchange of commerce; with the 
view to advamce fair dealing and to 
promote, conserve and protect the com- 
mercial and transportation interests. 

Seadquarters, Tacoma Bldg., 5 North 

La Salle St., Chicago. 


Officers. 
J. M. Belleville, 


President, 
G. F. A, Pittsburgh Plate Glass Co., 
Pittsburgh, Pa. 


Ee Vice-President, 
“2 “Pransportation Bureau of 
a ee ee Kansas City, Mo. 

Osear F. Bell, 


ecretary-Treasurer, 

T. M. Crane Co. ose South Michigan 
Ave., Chicago, il. 

David P. Chindblom, Assistant Secretary 

§ North la Balle St St., Chicago. 


National Implement ent and Vehicie Associa- 
tion. wes. Evans, Freight Traf. Mgr., 
erican Trust Bidg., Chicago, Tl — 


Northern Pine Manufacturers’ Associa- 
tion. HL 8. Childs, Secy., Minneapolis. 





Huguenot Express Co. 


NEW YORK, N. Y. 


Prone 839 Greeley. 
truckmen for all lines: bulk shipments from 
out of town a specialty; up-to-date facilities for storage 


Judson Freight Forwarding Co., Inc. 


443 Marquette Bldg. Carload distribution to all rail- 
roads at Chicago without teams; L. C. L. shipments of 
machinery forwarded at reduced rates to all principal 


The Reading Truck Co. 


Sixth and Congress Sts. Authorized cartage agents 
Pacific railways and ~ 
Anchor Line steamers. Special attention given to 
distribution of carload freight for two or more parties. 













For- 











phone No. 683. 





































LEADING COMMERCIAL AND TRAFFIC ORGANIZATIONS 


Sterling 
Manufacturers’ and Shippers’ 
Association. 
In charge of traffic industries located 
at Sterling and Rock Falls, Il. 





Wee We PINs « 6c nskscactthacike President 
a” Ey A ob occ racesmuae Vice-President 
W. J. Burleigh....... Secretary-Treasurer 
WS. Be A So scewnse » irrafiie Manager 
Business Men’s League. P. W. Coyle, 


age re . 614 Bank of Commerce Bidg., 
t. Lou 





The Memphis Freight Bureau. L. R. 
Donelson, Pres.; G. Thomas, Vice- 
Pres. ; James 8S. Davant, Commissioner, 
Memphis, Tenn. 





TRAFFIC CLUBS 


National Federation of Traffic and Trans- 
portation Clubs, J. V. Zartman, Pres.; 
Cari K. Landes, 

The Chicago Transportation Association. 
Ray F. Clark, Pres.; H. B. ven, 
Secy. 

The Traffic Club of New York. 
Mack, Pres.; C. A. Swope, Secy. 

% Spokane Transportation Clu® Chas. 

. Colby, Pres 

eer Traffic Club of rt 
McCabe, Pres.; W. H. Wharton, 

The Traffic Club of Dallas, a, eat BE. 
Jackson, ; G. 8. 

The Traffic Club of Philadelphia.” Ha 


A. F. 


Guy 8. 
Secy. 


Billings, Pres.; ummerfield, 
Secy. 

The Traffic Club of St. oe. Clarence 
H. Howard, Pres.; A. F. Versem, Secy.- 


The Traffic Club « be B. C. 
Sattley, Pres.; D. ~ 
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Buffalo Storage & Carting Co. . 





350-356 Seneca St. 
ing, handling, transferring and forwarding goods. Wele- 


Louisville Public Warehouse Co., Inc. 


Import and export freight contractors, transfer ané 
reshipping agents, custom house brokers. Bonded and 
free warehouses. 


Ashley Warehouse Co. 


BUFFALO, N. Y. 


“Unsurpassed facilities” for stor- 


LOUISVILLE, KY. 












ST. LOUIS, MO. 


Bonded and general storage. Drayage facilities. Cars 
promptly handled. 
Ingurance, 18c. Track eonnections. 


Custom house entries attended te. 





The Transportation Club of Indi 
. S. Shambaugh, Pres.; i" EB. = 
ecy. 

The Traffic Club of New England, Boston. 
; lear Byrnes, Pres.; we Cc. Browar, 


The Transportation Club ef Ci — 
cor Poysell, Pres.; J. H. ae 


The Transportation Club of Leyleyie. 
Sean L. Roederer, Pres.; S. J. McBride, 

The Franapactatiess Club of Toledo. ‘ 
C, Thoms, Pres.; J. S. Marks, ie - 

The Traffic Club of Newark. John 4 
Rogers, Pres.; Cooke, Secy. 

The ST raffic Club’ of Seattle. Roger D 
Pinneo, Pres.; P. B. Miller, Secy. 


The Transportation Club of vn 
con A. Jones, Pres.: tevin, 


Transportation Club of = Francisco, J. 

ane Burin, Pres. ; heo. H. Jacobs, 

The Railroad Club of Kansas Cl M 
E.. N. Stroud, Pres.; Claude Mxblove, 

The  T affic and Transportation Club of 
Birmingham. A. W. Carey, Pres.; H. 
H. Knight, Secy. 

™! Traffic Club aft raneenete. F. @. 

‘ool, F. B. Rowley, 


Salt Lake Trar ortation Club. ° o é 
Traffic Club de Milwaukee. Wm.” E. 
O’Connor, Pres.; - pete & 
rtation Ciub of Lima, O 
errick, Pres. 


Pres.; D. L. Rupert, Secy. 


Treas. 
Grane | Raplds Traffic Club, Grand 
Chas. H. Lilley, Pres.; = 
rtation Club of Peorla. R. M 
. Pres.; . Howells, 
Traffic’ Club of cleveland. D. F. Hurd, 


Pres.; W. Secy. 
Traffic. Club” of Erie, Pa. Bdwin 
Brevillier, Pres.; M. -W. Secy. 
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Studies in 
Rate Construction 


A New Book 
Compiled by John P. Curran, LL.B. 






One of the Best Rate Experts 
in the Country 







An’ Invaluable Treatise on the Construction of 


Class Rates 


SHOWING BASIS FOR 


All rail, rail and lake, rail and ocean, ocean 
and rail, lake and rail and canal, lake and rail 
rates from Trunk Line to C. F. A. territory, 
between points in Trunk Line territory, from 
C. F. A. to North Atlantic ports and eastern 
interior points, from Atlantic Seaboard terri- 
tory to Southwestern Tariff Committee ter- 
ritory, etc., etc. 

Giving outlines of the different territories, 
groupings of stations, and differential bases. 


Compiled from official sources and authen- 
tic in every particular. 




















350] pages printed on good paper, substantially bound 
in cloth 


Price, $5.00 delivered 


FOR SALE BY 


The Traffic Service Bureau 


418 So. Market St. 508 Colorado Bldg. 
_ CHICAGO WASHINGTON, D. G. 
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